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WASHINGTON, D. C. 
THE HOCH-SMITH RESOLUTION 

At the risk of becoming tiresome on the subject of 
the Hoch-Smith resolution, we cannot refrain from 
pointing out the strength of the motions made by coun- 
sel for the state commissions and the American Farm 
Bureau Federation to dismiss the case brought by the 
western carriers for an increase in freight rates. The 
motions are based on the theory that, however much the 
carriers might be entitled, under other circumstance, to 
the increases they ask, the Commission is barred from 
granting them until it disposes of the general rate struc- 
ture investigation ordered by the Hoch-Smith resolution, 
and that this resolution sets new standards of proper 
revenue for the carriers, regardless of section 15a. 

We by no means sympathize with efforts to deprive 
the western carriers of the revenue they should have, and 
it would take much evidence to convince us that they 
should not have substantially what they are asking in 
Ex Parte 87. But we cannot help the law, and the law, 
as we understand it, as embodied in the Hoch-Smith 
resolution, calls for a new deal. We cannot see how 
the Commission can well grant the application of the 
western carriers for certain percentage and specific in- 
creases in rates in face of the mandate of Congress that 
it proceed to investigate the entire rate structure with 
a view to lightening the burden on certain commodities. 
The general must come before the specific. 

It may well be that those who are opposing the 
petition of the western carriers are taking advantage of 
a situation to carry their point, but that is not the ques- 
tion. The question is whether they are within their 
legal rights and whether the argument they make is 
valid. We think it is, viewed from a common-sense 
angle, and this is one of the reasons why we insist that 
the Hoch-Smith resolution should be repealed. Without 
such repeal there is no possibility of getting the rate 
situation adjusted properly, unless the Commission 





chooses to ignore the plain meaning of the Hoch-Smith 
resolution—and no one believes it will do that. It must 
obey its boss, as must we all. We hope that, as the 
situation becomes thus more clearly defined, those who 
have been taking the position that the Hoch-Smith reso- 
lution could do no harm and that it made no change in 
existing law—we mean particularly the leaders of the 
National Industrial Traffic League—will change their 
attitude and use their power to bring about repeal. Per- 
haps “change their attitude” is not exactly the language 
that should be used, since to move for repeal of the 
resolution would simply be an additional step on the 
part of the League and not an about-face. But whatever 
is necessary we hope will be done. 


It may be said that the National Industrial Traffic 
League cannot be expected to take the step we have 
suggested, at least for the reason we have pointd out, 
because the League is composed of shippers, and ship- 
pers can hardly be expected to get excited about a 
measure of Congress that prevents carriers from getting 
an increase in rates. But we do not believe the League 
will be influenced by any such motive. We have had 
things to say, at times, in criticism of its actions, but 
we have always found it broad and liberal, as an organi- 
zation, in the matter of adequacy of revenue for the 
carriers. Assuming that the League believes the car- 
riers to be entitled to increased revenue in the West, we 
do not believe that it will be influenced to accept an 
unwise law because that law prevents the carriers from 
obtaining what they are entitled to. We think, rather, 
that the League has been sincere in the attitude it has 
taken with respect to the Hoch-Smith resolution, but 
that it has merely failed to think far enough or clearly 
enough, and that, if it can be convinced of its mistake, 
it will correct it. We hope so, at least. The Hoch- 
Smith resolution on our statute books is a huge and 
serious joke. It will be as ridiculous and as serious if 
all agencies pretending to give fair and deep thought to 
the solution of the country’s transportation problems do 
not do what they can to have it wiped out. 


Meanwhile, the long grind of hearings in Ex Parte 
87 goes on, regardless of whether or not the Commission 
can decide the case prior to action in Docket 17000, the 
general rate structure investigation. In our opinion, 
much of it is sheer waste, and would be so even if it were 
clear that the Commission could decide the case as soon 
as it received and weighed the evidence. Hearings all 
over the country and the piling up of a huge record of 
voluminous exhibits and silly cross examination are con- 
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tributing little to defining and deciding the issues. It 
ought to be the work of a day or so to determine whether 
the carriers are or are not earning the revenue that the 
law, as well as good economics, says they should have. 
If they are not earning that revenue, how much of an 
increase are they entitled to and how shall it be given to 
them? It does not matter who started the move for 
more revenue or how it started or why it started. It 
may be that every Tom, Dick or Harry who desires his 
day in court and his minute in the limelight cannot 
be denied what he demands, but there ought to be some 
way of shortening the procedure and cutting down the 
expense in this investigation of a clear cut case. 


If the power were ours at this time to do what we 
thought best in the matter we have been discussing, we 
could do it in a minute. We would first wipe the Hoch- 
Smith resolution off the books. Then, unless we found 
some grave fault in the figures presented by the western 
carriers, we would say to them: “You are asking a 
five per cent increase in rates. We are disposed to give 
it to you, because, generally speaking, you need it. But 
some of you need it worse than others and some of you 
do not need it at all. Get together on some plan by 
which the proceeds of the increase you ask will be dis- 
tributed among you in proportion to your needs and we 
will grant your petition. Otherwise it will not be 
granted. The plan we suggest to you may be socialistic, 
but the law under which you are asking relief under 
your own plan is itself socialistic. We are suggesting a 
means to prevent its socialistic features becoming bur- 
densome. The more you ask and get under Section 
15a, even if you may consider yourselves entitled to it 
under that law, the more burdensome the increase be- 
comes. You have your salvation in your own hands.” 


Of course, in deciding thus, we would be acting in 
accordance with the law as it is and not as we might 
wish it to be. Perhaps the Potter plan, if it has done 
nothing else, has served a good purpose in directing 
attention more sharply to the socialistic phases of the 
transportation act. If one does not like socialism he 
has his remedy in attempting to bring about amendment 
to the act. If he does like it he ought not to object 
to its logical procedure, especially when that procedure 
results in fair adjustment. . 

The St. Paul Transportation Club, by the way, is 
entitled to credit for its action in ratifying, at a meeting 
this week, the resolutions adopted by the delegate con- 
vention of the Associated Traffic Clubs of America at 
Kansas City last April demanding repeal of the Hoch- 
Smith resolution, in spite of opposition by leaders in the 
National Industrial Traffic League, which availed only 
to delay action until this time. This opposition by 
League leaders who are members of traffic clubs has 
been active and, in a measure, effective in the considera- 
tion of the Kansas City resolutions by individual traffic 
clubs, having served to defeat the association resolu- 
tions, for instance, in the Chicago and New York clubs. 
The delay in St. Paul, however, seems to have given 


time for the members of that club to see the matter in 
its true light. 


It ought to be gratifying to the association to know 
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that, though its action in the matter of the Hoch-Smith 
resolution has been the subject of the hardest fight in 
the traffic clubs made on any of its recommendations, 
it has been ratified by more member clubs than ever 
ratified any of its other recommendations, some forty- 
five of the fifty-two member clubs having now voted to 
ratify the resolutions demanding repeal of the Hoch- 
Smith resolution. This fact, it seems to us, is proof of 
the widespread and deep feeling against this measure 
on the part of both railroad and industrial traffic men. 

The association is bringing its position to the atten- 
tion of members of Congress and we hope its action will 
have some effect. Though the railroads have taken no 
concerted action in the matter, their opposition to the 
Hoch-Smith measure is by this time pretty well under- 
stood. It remains now only for the national organization 
of shippers, as such, to come to the front. There is no 
denying that its help is badly needed. It may (though 
we do not see how that is possible) continue to feel that 
the Hoch-Smith resolution is of little importance, and so 
be not much exercised about its repeal; but, even so, it 
can hardly contend that the resolution is a good thing, 
and, therefore, we are unable to see any good reason 
why it should wish to hinder attempts of others to 
bring about repeal. It will be understood, of course, 
that, when we speak of the League hindering attempts 
at repeal, we refer to League leaders acting as indi- 
viduals. The League, as a body, has taken no action in 
the matter other than its filing of a brief with the Com- 
mission advising what the course of action should be 
under the resolution. 


CIVIL AVIATION REPORT 


The Committee on Civil Aviation, organized by the Depart- 
ment of Commerce jointly with the American Engineering Coun- 
cil last June, has completed its survey of commercial aviation 
conditions throughout the world and issued its report Novem- 
ber 5. 


The committee states that despite the fact “that conditions 
in the United States are the most favorable in the world for 
commercial aviation,” this country is being out-distanced by all 
other important nations. 

Four major recommendations are offered to remove what 
the committee describes as “the fundamental difficulties which 
are retarding the development of civil aviation in this country,” 
namely: 


(1) Enactment by Congress of a civil aeronautics law. 


(2) A definite government program concerning civil and industrial 
uses of aircraft. 


) Co-operation of all government agencies to strengthen the 
aircraft industry. 


(4) Public and business support through modified insurance rates 
and careful investment of private money. 


The committee is opposed to direct subsidy of industry and 
feels that any step in this direction will be unwise and unneces- 
sary provided essential air navigation facilities are furnished by 
the government. The furnishing of the latter facilities, the com- 
mittee describes as a “public responsibility.” 

The committee stresses the necessity of a civil aeronautics 
law, providing for the establishment of a Bureau of Civil Aero- 
nautics in the Department of Commerce. Its survey discloses 
the fact that all countries actively interested in civil aviation 
have laws regulating the use of aircraft and requiring the licens- 
ing of pilots except the United States. The committee believes 
that besides regulating air navigation, the Bureau of Civil Aero- 
nautics should inspect and register aircraft, maintain air routes, 
administer international air navigation regulations, promote civil 
air transport and impose civil penalties for violation. 

The report advocates state legislation authorizing municipal- 
ities to acquire landing fields. 

The committee recommends ratification, with reservations, 
of the International Air Navigation Convention, already signed 
by the respresentatives of the. United States and ratified by most 
of the important countries, except the United States. This con- 
vention recognizes the complete and exclusive sovereignty of 
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each contracting state over the air space above its territory, and 
provides for international rules of the air, etc. 

“Unless we ratify,” the committee says, “not only will air- 
craft of the United States be barred from the countries which 
have ratified but the delay on the part of this country prevents 
our participation in the formulation of the amendments and reg- 
ulations.” 

The government should not take part in non-military flying 
which can be properly performed by private operation, accord- 
ing to the report. It should, however, extend the use of com- 
mercial aircraft in non-military government activities such as air 
mail, forest patrol, agricultural, entomological and Coast Guard 
services, contracting with private agencies wherever possible. 
Lighted airways, emergency fields, maps, radio, adequate weather 
service, etc., are recommended as facilities which should be pro- 
vided by the government without delay. 

It is recommended that Congress authorize the War, Navy 
and other departments to permit a reasonable use of government 
landing fields and ground facilities and that the Post Office De- 
partment as rapidly as possible contract with responsible oper- 
ators and retire from the ownership and operation of air mail 
service. 

The committee feels that the government can be of the 
greatest help in the development of civil aviation in the United 
States by providing funds and authority to the proper agencies 
of the government for the design and construction by private 
industry of spécial aircraft and equipment under the joint direc- 
tion of the executive heads of all the departments concerned. It 
recommends that the government carry on fundamental aero- 
nautical research in the interest of civil aviation, without com- 
peting in construction. The committee urges the government to 
adopt a policy which will facilitate the exportation of commer- 
cial aircraft, “thereby extending to the manufacturers a benefit 
which of necessity will result advantageously to the government 
as the principal customer of the aircraft industry.” 


Lower base insurance rates to responsible aircraft operators 
on their record or performances, rather than upon average fig- 
ures which include military hazards and the performance of irre- 
sponsible itinerant flyers, are considered necessary. The com- 
mittee feels that many types of insurance are practically pro- 
hibitive. It points out that insurance companies in a number of 
European countries have adopted a less restrictive policy which 
take into consideration the record of operators, specific types of 
flying, government supervision and other factors. 

“Financial agencies and others,” the report says, “should not 
invest in civil aviation enterprises without full knowledge of the 
integrity and competence of all involved, including careful scru- 
tiny of the proposed financing, routes, equipment, depreciation 


rates, operating personnel, and probable character, sources and 
volume of traffic.” 


European conditions are discussed at length in the course of 
the report, which says: 


While civil aviation lacks legal status and control in this country, 
interest in the commercial aspects of aviation is world wide, keen 
and growing, the greatest development has been in Europe. Without 
exception, Great Britain, France, Germany, Italy, Belgium, Nether- 
lands, Denmark, Sweden and Russia, have sought to place civil avi- 
ation on a permanent basis. Important commercial aviation companies 
in Europe receive direct government subsidies and other aid. Direct 
subsidies have been consdiered necessary in Europe because of 
unusual post-war conditions or because of specific military obliga- 
tions imposed on the operators. No European air transportation 
company is self-supporting. 


Turning to conditions in the United States the report says: 


Impressive as is the air situation abroad, there is reason to hope 
for an even greater development in the United States. Conditions 
in the United States are the most favorable in the world for com- 
mercial aviation, by reason of geographical extent, freedom from 
customs restrictions, unified political interests, common business 
methods, high standards of living and great activity in all forms 
of transportation. More letters are mailed and more goods moved 
per capita in the United States than in any other country, and there 
is a greater traffic between the Pacific and Atlantic states alone 
than between any two European countries. Topographical and 
meteorlogical conditions in the United States are also in general fa- 
vorable to air navigation. The mountain ranges may hamper but 
do not preclude operation on the most probable routes, and prevail- 
ing weather conditions are better than in western Europe. 

Our first principle should be the development of commercial avia- 
tion as an economic service and therefore direct money grants are 
neither wise nor necessary. In the course of this survey the com- 
mittee has not found one American operator who advocates or seeks 
a direct subsidy. 

If, however, civil aviation is to justify itself on a business basis 
we must supply air transport with those essential facilities which 
have long been accorded to surface transportation. The history of the 
railway, the waterway and the highway affords ample precedent. 
Federal appropriation during the current fiscal year for these pur- 
poses to waterway and highway transportation alone total about 
$200,000,000. The provision of adequate facilities for air navigation 
meets the national responsibility and will stimulate the growth of 
civil air navigation under conditions of healthy competition. 


The committee speaks favorably of the bill, which was 
adopted by the committee on interstate and foreign commerce of 
the House of Representatives at its last session, but which failed 
of passage. Of this legislation the report says: 


A great amount of time and effort has been expended by Con- 
gress, government departments, and civilian agencies in the develop- 
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ment of this bill. Perfection will not be attained in the initial law 
but the final draft with a few changes is acceptable to practically 
all concerned. The enactment of this legislation has been recom- 
mended by nationally representative organizations such as the Na- 
tional Areonautic Association, the Chamber of Commerce of the 
United States and the American Bar Association. The majority of 
manufacturers and operators of aircraft and the government de- 
partments concerned also favor such legislation. 


The following are the members of the committee: J. Walter 
Drake, assistant secretary of Commerce, chairman; J. W. Roe, 
past president, Society of Industrial Engineers, vice-chairman 
and director; J. Parker Van Zandt, U. S. Air Service, secretary; 
W. F. Durand, president, American Society Mechanical Engi- 
neers; E. P. Warner, consulting aeronautical engineer; C. T. Lud- 
ington, aircraft operator; Luther K. Bell, formerly traffic man- 
ager, U. S. Air Mail; Alexander Klemin, Guggenheim School of 
Aeronautics, New York University, and E. S. Gregg, chief trans- 
portation division, Department of Commerce. 


MULTI-UNIT TANK CAR CASE 


The Traffic World Washington Burcau 


Arguments were made, November 4, on I. and S. No. 2456, 
definition of tank cars in Official Classification, by Parker Mc- 
Collester for the respondent railroads; E. E. Clark and Wilbur 
LaRoe, Jr., for the Mathieson Alkali Works, complainants in 
a former case in which the multi-unit tank car was given the 
right to be called a tank car; W. B. Dalton, for the Nekoosa- 
Edwards Paper Company, a user of liquid chlorine; Vincent 
Victory, for the city of New York, another user, and Gen. 
Amos Fries, chief of the Chemical Warfare Section of the 
United States army, another user of chemicals of such a char- 
acter as could be transported in that new type of tank car. All 
except Mr. McCollester opposed the definition of the Consolidated 
Classification Committee proposed and which the Commission 
suspended, on the ground that it would drive the multi-unit tank 
car out of use because the cost of transporting chemicals in 
it would be too high. Broadly speaking, the railroads contended, 
among other things, that the car was not a tank car but a 
container car and not therefore entitled to the privileges of a 
tank car, among which are the earning of mileage, both loaded 
and empty. Objectors to the definition contended that the 
elimination of that type of car was the primary purpose of the 
definition and the railroads admitted that they did not deem 
a piece of equipment, intended to be taken apart and parts 
used as containers, entitled to tank car privileges. One of their 
witnesses, Mr. LaRoe said, testified that the New York Central, 
which uses container cars, made rates on freight carried in them 
high enough to cover the cost of the extra weight of the con- 
tainers. Mr. LaRoe said that exactly the contrary was the fact 
and quoted figures to show that it cost $2.10 per ton to ship 
brick for a given distance in an ordinary New York Central box 
car, while the rate in a container car was only $1.40. He also 
called attention to the fact that the containers on such cars 
were permitted, by the railroad, to be removed and carted to 
the door of the consignee, although the railroad contention, in 
this case, was that such use of equipment, or parts thereof, 
should not be tolerated. 





FLORIDA EMBARGO PLANS 


Following a meeting in Jacksonville to consider what action 
should be taken by the railroads to meet congestion of traffic 
in Florida (see Traffic World, Oct. 31), the following official 
statement was issued: 


At a meeting in Jacksonville of all Florida railroads called 
by Mr. M. J. Gormley, chairman of the car service division of the 
American Railway Association and at which Mr. J. B. Ford, 
service agent, Bureau of Service, Interstate Commerce Commission, 
was present, plans for the movement of the citrus and other 
perishable traffic of Florida were considered. The perishable 
traffic will be moving in considerable volume early in November 
and continuing until the late spring. It was determined that 
in view of the primary importance to Florida of the perishable 
movement and to avoid any interference with that movement due 
to accumulation and congestion of other traffic and to provide 
track capacity for refrigerator equipment it was necessary to 
extend to all points in the state a general embargo against inbound 
movement of traffic now in effect at the larger points in the state. 
This embargo will not apply to livestock, perishables, petroleum 
and its products, foodstuffs for human and animal consumption, 
crate material and wrapping material used in handling fruits and 
vegetables, fertilizer and fertilizer materials. The information 
available shows approximately seven thousand carloads of. freight 
held back at Jacksonville and points north for Florida destinations 
that was loaded prior to present embargoes and this accumulation 
must be cleaned up in advance of the perishable movement. 
Permits will be issued for movement of general traffic to the 
extent of ability of consignees to unload and railroads to handle 
and at the same time insure prompt movement of perishable 
traffic. This plan will regulate the movement of traffic into 
Florida and as soon as present accumulation is cleaned up there 
will be no difficulty in consignees securing permits for movement 
of traffic for immediate requirements. It will prevent the move- 
ment into Florida of large quantities of miscellaneous freight for 
which sale is arranged after arrival and which practice is largely 
responsible for the present congested conditions in the state. 
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Current Topics 
in Washington 





Sinful Consolidation Arguments.—It is a moral certainty 
that arguments in favor of this, that, or the other proposed 
change in the statute relating to the consolidation or merging 
of railroads, will be based, in part, on the implied ground that 
mergers will make possible reductions in freight rates. There 
is a suspicion that President Coolidge, in the past, if not at 
the present, has thought of consolidation as one of the steps 
toward a reduction in freight rates. Arguments of that sort, 
no matter by whom made, in the eyes of those who have thought 
on the subject with a proper perspective of facts, will be a sin 
and a shame, for which such public men as may make them 
should be retired to private life. No possible savings resulting 
from consolidation could bring about a reduction in rates. As 
finally made, the estimate of savings possible by the proposed 
Nickel Plate merger is about $6,000,000. Spread out over the 
tonnage of the six roads to compose that system, how much 
of a reduction would it make possible? The answer could be 
made in precise mathematical terms, but it would take too much 
time. That is to say, the result would be too much like using 
a sixteen-inch gun to shoot at a sparrow. Assume that the 
consolidated system would move five per cent of the freight of 
the country, and that the car loading for this year is to be 
50,000,000 cars. That would give 2,500,000 cars, or something 
like $2.40 a car. Assume that the loading were only 25 tons a 
car (it is close to 30). The resultant saving would be a bit less 
than ten cents a ton. Ten cents a ton taken off the rate on 
coal might be passed on to the consumer of 1,000,000 tons a 
year and then, again, it might not Ten cents on a ton of sugar 
would not affect the sale of one carload. Were the consolidated 
system to haul ten, fifteen, or a greater percentage of the ton- 
nage of the country, the amount per ton would be reduced to 
even less significant figures. Freight rates, which have never 
gone up as much as commodities, taken as a whole, are held 
up by the increased cost of living the railroads have had to 
endure, wages of employes and the prices they have had to pay 
for the materials and supplies they use keep up the rates. All 
shipper traffic men know that. Few undertake to fight the 
general level of rates. Nearly all complaints, of course, allege 
rates to be unreasonable, but when a particular complaint is 
disposed of, if anything is found wrong with the rate, it is 
some insignificant rate, or it is found that the relationship is 
out of tune. That is especially true in’a case where there is 
something more than one little rate involved. Hope of repara- 
tion is one of the reasons for the general allegation that a 
given rate is unreasonable. That the consolidation of any set 
of railroads that has been proposed is not regarded, by traffic 
men, as affording a basis for lower rates is easily to be inferred 
from the fact that, so far as can be recalled, no shipper has 
appeared with an honest-to-God appeal for a certificate per- 
mitting merger or consolidation. If consolidation gave even a 
faint hope of a lower basis of rates, attorneys for shippers and 
their traffic managers would be working like Trojans to bring 
about unifications. Mergers or consolidations, in the end, it 
has been suggested, time and again, may make the roads in- 
volved in a merger stronger in the sense that, in times of stress, 
what one constituent may earn will tend to support other con- 
stituents of a unified system and, in that way, prevent the harm 
to the public that follows the collapse of one road, with its 
train of attendant expenses for reorganization and rehabilita- 
tion. The saving from the abolition of duplicate employes and 
the closer utilization of the rolling stock of a consolidated sys- 
tem, is enough to add considerable strength in time of slow 
business, but not enough to pass on any benefit to the general 
public in the form of a lower basis of freight rates. 





Government as a Shipper.—The Supreme Court of the 
United States, some time in the term begun last month, may 
pass on the question whether paragraph 3 of section 16 of the 
interstate commerce law, saying that a carrier must sue for the 
collection of its charges within three years, applies to suits 
against the United States for the collection of the charges of 
a railroad. The government contends that it does. The gov- 
ernment further contends that, though the present paragraph 
was re-enacted in the transportation act of 1920, a railroad that 
failed to sue within the three years allowed by the paragraph 
as it stood prior to the transportation act is barred, if the rail- 
Toad company had a reasonable time, after the enactment of 
the transportation act, to sue on the paragraph in the old act 
to regulate commerce. The question as to what the paragraph 
— is to be argued in the court November 16 in No. 91, 
arte States, appellant, vs. St. Louis, San Francisco & Texas, 
_ No. 92, United States, appellant, vs. Wabash, both appeals 
- “4 the Court of Claims. The highest court has also issued a 

rit of certiorari, to the same court, in Court of Claims No. 


, 
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716, United States, appellant, vs. Central of New Jersey (Traffic 
World, October 31, p. 1032). In these cases the service was 
performed, some freight and some passenger, in 1917, but suits 
were not brought until after the passage of the transportation 
act, 1920. Blackburn Esterline, assistant to the solicitor-general 
of the United States, in briefs in the Wabash and Frisco cases, 
insists that paragraph 3 of section 16, was retrospective and 
“applied to a cause of action that accrued prior to its passage 
where a reasonable time remained, as in this case, within which 
to bring suit.” The language in quotation marks is the sub- 
stance of the government’s contention. In each of the three 
cases the carriers had four, five, or six months in which to 
file before the running of the old three-year period. Only in 
instances where retrospective application would deprive one of 
a right, he claims, have the courts held that statutes are pro- 
spective. Courts, he says, have never hesitated to give retro- 
spective application to statutes of limitation when the time 
remaining of the plaintiff within which to bring suit was rea- 
sonable. He says the rule in Danzer vs. Gulf & Ship Island, 
decided June 8, 1925, and Fullerton-Krueger Lumber Company 
vs. Northern Pacific, 266 U. S. 435, is inapplicable. In those 
cases the right of action was dead before the transportation act 
was passed. In these Court of Claims cases the railroads con- 
tended that they were suits against the United States and that, 
therefore, the six-year jurisdictional statute of limitation ap- 
plicable to that court was of value. Mr. Esterline, however, 
made the point that the limitations of the interstate commerce 
law always come into any court where the remedy sought to 
be applied is one set by the interstate commerce law, and not 


the jurisdictional statute applicable to cases in the Court of 
Claims. 


Campbell and Water Competition.—It is time for the advo- 
cates of river improvement to camp on the trail of Commissioner 
Campbell. In the days when he was fighting the transconti- 
nental fourth section cases water competition was treated, many 
times, as a figment of the imagination. Many times the inter- 
mountain folk flatly said there was no such animal. In the 
report he wrote this week, on I. and S. No. 2441, pig iron from 
southern to northern and western points, he indicated that he 
did not think much of the water competitive situation men- 
tioned by the railroads in explanation of the reductions they 
proposed on pig iron. He indicated his belief that mention of 
it was not much more than a piece of make-weight. The water 
competition mentioned by the railroads was from Florence 
and Sheffield, Ala., to the Ohio River, one of the situations that 
was recognized by the railroads long before this case arose— 
also by the Commission. A week before the commissioner 
wrote about that water-competitive situation, the Marine Re- 
view, of Cleveland, told about the Carnegie Steel Company in 
one shipment sending 12,500 tons of manufactured steel down 
the Ohio in one tow. That would take 250 cars, loaded with 
an average of 50 tons to the car. In the same issue the same 
marine newspaper told of preparations that had been made to 
send 4,000 tons of steel from Kansas City to St. Louis, the 
shipment being from a steel fabrication plant at Lincoln, Neb., 
with Gulfport, Miss., as the ultimate destination. The railroads 
and the steel companies do not think as lightly of river trans- 
portation competition as a factor in freight rates as Commis- 
sioner Campbell treated that mentioned in the pig iron case. 
The thought among some is that river transportation will be 
restored, not in the form it had when Mark Twain was a pilot, 
but in an economical way, by big shippers who have no desire 
to become common carriers, but will use the improved water- 
ways as supplemental to the transportation they obtain from 
the railroads. 





Vacancies on the Commission.—President Coolidge is ex- 
pected, in a short time, to announce his intentions respecting 
Commissioners Lewis and Woodlock. The recess appointment 
of the latter expires with the assembling of the Senate next 
month. Mr. Lewis’ term ends with the year. The thought is 
that Mr. Coolidge will reappoint them. That is the fact re- 
specting the thought notwithstanding the circulation of an inti- 
mation that the President will not, on account of the show of 
opposition to Mr. Woodlock, again send his name to the Senate. 
In controverting that, those who have discussed the subject 
point to the fact that Mr. Coolidge is insistent, on occasion, not- 
withstanding the opposition of senators; for instance, in the 
case of Charles B. Warren. The strength of Mr. Lewis in Indi- 
ana and among the state commissioners is regarded as putting 
his reappointment beyond doubt. Southern Demoerats, however, 
have enlivened the subject by proposing the appointment of 
Julian H. Campbell, a Republican member of the Tennessee 
commission. Harvey H. Hannah, chairman of that body, ac- 
cording to report from Atlanta, has written to members of the 
Georgia commission asking for support for Mr. Campbell. Mr. 
Hannah was quoted as saying that he and other southern com- 
missioners had repeatedly urged the appointment of a southern 
Democrat, but had failed, wherefore he was suggesting the 
appointment of a southern Republican to take the place of Mr. 
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Lewis, a northern Republican. Politicians are inclined to re- 
gard the suggestion as interesting but not important. Mr. 
Campbell is said to have the distinction of being the‘only Re- 
publican on a southern commission. Mr. Coolidge is expected 
to make announcement soon, because he has a habit of being 
forehanded in all matters. 





Hoover’s Speech Against Trade Combinations.—What is re- 
garded by some who have paid considerable attention to the 
matter as a sugar coated warning to Europe to watch its step, 
was given in a speech recently made by Secretary Hoover to 
the Erie (Pa.) Chamber of Commerce. He suggested that com- 
binations in restraint of trade fostered by governments, such 
as the rubber and coffee combinations, promoted, according to 
the American idea, by the British and Brazilian governments, 
should be given up. The world, he said, would never go to war 
over the price of anything. But, he added, such things could 
set up malignant currents of international ill-will. He did not 
add, however, that international ill-will, usually, is the forerun- 
ner of war. Throughout his speech ran the suggestion that 
promoting trade restraints was a game at which the United 
States could play, probably with as many cards as any other. 
Cotton, copper, and oil, he mentioned as being among the things 
the United States controlled in such quantities that it could 
force the rest of the world to pay through the nose, if the 
fashion of governmental fostering monopolistic control con- 
tinued. At the outset, he said, he wished to emphasize that, in 
this discussion, he was not criticizing any foreign government 
or its nationals. That, it might be suggested, is the customary 
form of a diplomatic disclaimer. He was not suggesting any- 
thing untoward, but, in the language of the old story, he was 
merely intimating that if somebody in the game did not quit 
cheating, he would lose the other eye. He was not making 
any charge at all; merely mentioning what might —s - 


PREVENTION OF CLAIMS 


Editor The Traffic World: 

There is absolutely no excuse for the vast waste in trans- 
portation existing today. The best avenue of resisting this 
drain is the regional advisory boards in their new claim pre- 
vention committees. Overcharge claims are the result of ig- 
norance or controversy. Those claims caused by ignorance 
can and should be eradicated. Properly instituted and func- 
tioning between all boards under the correct plan, I believe such 
committees could reduce both damage and overcharge to a 
minimum throughout the entire country quicker than any other 
method in the past or present. A brake on damage drains can 
be placed at once on any chosen commodity when both the ship- 
per and receiver are concentrating thought and experiment 
throughout any two regions as wisely directed by claim pre- 
vention committees. 

To our surprise, all such committees now existing are com- 
posed of employes of the carriers. Are there no shippers who 
care enough about waste to look into this matter intelligently? 
Must we always leave it to “George” to do all of our claim 
preventing? Does “George,” i. e., the carrier, always cause all 
of the overcharge or damage or loss? I claim the major per- 
centage of all transportation loss and overcharge is the fault 
of those from whom we buy or ourselves as shippers to our 
own customers. I claim any business in which the owner 
insists upon his transportation department considering preven- 
tion rather than accumulation, as the most important base upon 
which to build all activity and overhead as the most logical, 
the most successful, the most economical, most constructive, 
and makes that business finally almost independent of losses 
or claims; increases turnover, reduces returned goods; finally 
will reduce rates on freight and insurance, increases credit, 
emphasizes advertising, boosts sales, reduces overhead in all 
departments, puts the business ahead of his less progressive 
competitor, and is thus very important instead of at present 
considered one of the minor worries of our business men. 

Think it over! 


Los Angeles, Calif., Oct. 27, 1925. C. B. Pirie. 


GRIEVANCES OF SHIPPERS 


Editor The Traffic World: 

In your October 24 issue, in “Current Topics in Washing- 
ton,” your correspondent discusses the practice of naming de- 
fendant carriers in alphabetical order and says, in part: “It 
would be informative if the Commission could frame a rule 
requiring a complainant to use, first, the name of the carrier 
against which he had his fancied grievance, instead of picking 
one of those whose names stand near the head of the alpha- 
betical list.” 

I am wondering just why the word “fancied” was used in 
that sentence. According to Webster’s dictionary “fancy” 
means “an illusion; hallucination; apparition; the faculty by 
which the mind forms an image of anything not present,” etc. 

The Commission’s decisions speak for themselves as to 
whether or not shippers’ grievances are “fancied” and, since 
they are granted relief in the vast majority of cases, it is ob- 
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vious that they had something real to kick about when they 
went to the Commission. 

If you wish, I would be glad to see your reply published 
in the “Open Forum” as, no doubt, others have noticed what 
appears to be an expression of pro-railroad sentiment. 

Glendale, Calif., Oct. 29, 1925. G. A. Olson. 





The word “fancied” was probably used thoughtlessly by the 
writer of the article in question. It would have been better and 
more correct if he had said “real or fancied.’”’ But there is such 
a thing as being overly sensitive.—Editor The Traffic World. 


COTTON PRICES AND RATES 


Quality and grade of cotton together with other general 
elements of supply and demand, and not freight rates, are the 
important factors in establishing the prices paid to growers 
of cotton, says the Bureau of Railway Economics which has 
completed a study as to the production, distribution, «aud con- 
sumption of cotton in the United States, and the relationship 
between the prices paid to the cotton growers and freight rates 
to representative consuming centers. 

Because less than half the cotton produced in the United 
States is consumed in this country, the Bureau finds, the prices 
paid cotton producers here is greatly influenced by the demand in 
foreign countries where the larger part of the American crop is 
marketed. The average yearly production from 1920 to 1924 
of cotton in the United States, according to the Bureau’s study, 
amounted to 11,000,000 bales of which approximately 5,900,000 
bales were exported. 

In addition the study shows: 


1. That fluctuations in prices paid cotton growers are many 
times the freight rate to consuming markets, ports of export and 
other natural destinations. 

2. That these fluctuations not only exceed freight rates to 
representative destinations but even to the most distant consuming 
centers, but are very irregular and occur from week to week. 

hat there are no uniform fluctuations in the prices paid 
from one week to another at points in the same general territory. 


“During the seasons 1923-1924 and 1924-1925,” the Bureau 
says, “the spread in prices for middling cotton ranged from a 
minimum of $8 to a maximum of $16.38 per hundred pounds or 
from five to thirteen times the freight rate from various produc- 
ing centers in the south to Fall River, Mass., the most important 
cotton manufacturing city in the United States and located in a 
cotton manufacturing district farthest away from the producing 
areas.” Continuing, the Bureau says: 


During the two seasons cited the fluctuations in prices were 
many times the freight rates for the movements shown. For 
example, the spread in prices at Collin, Miss., amounted to $16.38, 
which was more than fifteen times the highest freight rate in effect 
during the period to Columbus, Ga., more than twenty-three times 
the export rate to New Orleans, La., and more than thirty-six times 
the freight rate to nearby destinations, such as Hattiesburg and 
Jackson, Miss. 

During the 1924-1925 season alone, prices at Chester, S. C, 
fluctuated from $20 to $28.50, or $8.50 per hundred pounds. This 
spread was more than seventeen times the freight rate to 
Greenville, S. C., thirteen times the export rate to Savannah, Ga., 
almost twenty times the rate to Columbia, S. C., and more than 
twenty times the rate to Maiden, N. C. : 

There were changes in freight rates covering some of the 
movements shown during the periods of study but they were 
downward in almost every instance. Irrespective of these changes, 
the fluctuations in prices were several times the highest freight 
rate in effect during the period. 

At Albertville, Ala., for example, the grower during the 1923- 
1924 season, received from $27.50 to $36 per hundred pounds, while 
during the 1924-1925 season he received only $21 to $25.13. Reduc- 
tion in freight rates downward did not have the effect of increas- 
ing the prices paid to the grower or even maintaining the prices to 
age —- level, during which season higher freight rates were 
n effect. 

The fluctuations in prices paid for middling cotton are very 
irregular both upward and downward. These week to week fliuc- 
tuations often amount to more than the freight rate to the most 
distant consuming points and are often many times the freight 
rates to nearer destinations. On August 22, 1924, for instance, 
growers at Athens, Ala., received $27.50 per hundred pounds for 
middling cotton while on August 29, one week later, the price 
dropped to $23.50. This change in price of $4 was almost four 
times the freight rate to Fall River, Mass., almost five times the 
export rate to New Orleans and more than sixteen times the 
freight rate to Decatur, Ala. At the same point on September 19, 
1924, the grower received $20.75 or $6.75 less per hundred pounds 
than he received for the same kind and grade of cotton on August 
22, 1924. This fluctuation during a period of less than thirty days, 
amounted to many times the freight rate to the principal cotton 
consuming points in the United States. 

One of the significant facts brought out by the study is the 
growth of the cotton manufacturing industry in the Southern 
cotton growing states. While this growth has been steady, it was 
not until 1905 that the Southern states consumed more of the total 
domestic consumption than the New England states. In 1911, 
however, for the first time the Southern states exceeded all other 
states in quantity of domestic consumption, using 51.4 per cent 
of the total. In 1924 the Southern states consumed 70.3 per cent 
of the total domestic cotton consumed, the New England states 
24.1 per cent, the middle Atlantic states 3.9 per cent and other 
states 1.7 per cent. 

The study further shows that the states west of the Missis- 
sippi River exceeded those east of that river in cotton production 
during the period from 1921 to 1924. While there have been indi- 
vidual years in which this has been done, this is the first time 
that the western states have exceeded the eastern states for 
more than two consecutive years. It is of interest to note that 
for most years, Texas produces approximately one-half of the 
western production. : 
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Decisions of Interstate Commerce Commission 


SOUTHERN PIG REDUCTIONS 


The second effort of southern furnace interests and of the 
carriers that serve them to cut rates on pig iron from southern 
furnaces to Ohio River crossings, St. Louis and Kansas City, 
that made in the tariffs under suspension in I. and S. No. 2441, 
has been successful. The other effort was made in I. and S. 
No. 1633, 74 I. C. C. 330. That one failed because the adjust- 
ment proposed, in the view of the Commission, would result 
in undue prejudice and preference. In its decision in the last 
mentioned case the Commission left the door open for a further 
effort. 

In this second case, I. and S. No. 2441, mimeographed, the 
Commission, by division No. 2, in a report written by Com- 
missioner Campbell, found justified the proposed rates on pig 
iron, from producing points in Alabama and other southern 
states to St. Louis and Kansas City, Ohio River crossings, 
related and intermediate points. It vacated its order of sus- 
pension and discontinued the proceedings. The schedules, but 
for the suspension, would have become effective July 6. 

This case was closely related to the other suspension case 
mentioned. After condemning the rates proposed in the earlier 
suspension case the Commission said it might well be that 
present rates from the southern furnaces should be reduced. 
“Our findings,” it continued, “are without prejudice to the filing 
of new schedules proposing reduced rates so related as to be 
free from undue prejudice and preference.” 

After reductions in rates on pig iron from Chicago, St. 
Louis, Duluth and other northern producing points to Kansas 
City, in the latter part of 1924, southern furnace people made 
representations to the St. Louis-San Francisco as to the 
difficulty they found in getting into the markets at St. Louis 
and Kansas City. They asked for reductions to those points 
only, and the Frisco agreed to publish the rates to those points 
that were suspended in the instant case. The Commission 
said they were not constructed with any view to maintaining 
any specific relationship, nor was it contended that they were 
reasonable maximum rates. Commissioner Campbell said they 
were merely the result of an arbitrary reduction, which, accord- 
ing to the shippers, were the least that would do them ay 
good, and, according to the Frisco, the greatest it could afford 
to make. s 

The Frisco was not interested in any rates to Ohio River 
crossings. The Louisville & Nashville and the Southern, how- 
ever, were interested in the St. Louis and Kansas City rates 
and the fourth section constrained them, when they proposed 
to reduce rates at St. Louis and Kansas City to meet the Frisco 
rate, to cut rates to the Ohio River crossings. They said th3y 
had to make corresponding reductions. They therefore pro- 
posed to reduce the rates to the Ohio River crossings to such 
an extent that the base rate to Louisville would bear the same 
percentage relationship to the reduced rate to St. Louis that 
the rate to Louisville bore to the St. Louis rate on August 25, 
1920, the day before the last general advance took effect. 

The lines other than the Frisco referred to the rail-and- 
water rates available to the furnaces at Florence and Sheffield 
as another factor. Commissioner Campbell, however, said that 
consideration of the manner in which these proposed reductions 
were determined, however, indicated that the water-competitive 
situation referred to was of little or no significance. 

Suspension was procured by the furnace interests of Chciago, 
Granite City, Cleveland, Ironton and Hanging Rock. Granite 
City and the southern Ohio furnace interests, the report said, 
took the position that there had been no change in conditions 
since I. and S. No. 1633 was decided and that the present pro- 
posals differed from the earlier ones only in degree. Cleveland 
interests, it said, took the position that reductions to the Ohio 
river would not necessarily follow reductions to St. Louis and 
Kansas City, in the rates to which they were not interested. 
Both the Ohio river furnace people and the southern carriers 
opposed that contention. The Commission said that an adjust- 
ment such as Cleveland suggested by its contentions would dis- 
Tupt long standing relationships and would make the spread 
between the rates from Birmingham to Louisville and St. Louis 
less than in 1914, when, in the Sloss-Sheffield case, 30 I. C. C. 
597, the Commission established the basis upon which rates 
since that time have been founded. Any action which would 
Produce that result, the Commission said, was not warranted 


upon the present record. In disposing of the case, the Com- 
Mission said: 


There is nothing upon this record to indicate that any of the 
poposed rates are less than reasonable maxima, and we do not regard 
i €m as such. The important question is whether they would result 
ni undue prejudice. The spreads between the proposed rates from 

tmingham and the present rates from northern producing points to 
nsas City are $1.96 from Chicago, $3.66 from Granite City, and 





$1.90 from Duluth. To the intermediate points of Springfield and Pitts- 
burgh the advantage of Granite City would still be $1.70. We do not 
think that such spreads would place any of these northern producers 
at an undue disadvantage in marketing their products at Kansas 
City or intermediate destinations. 

As stated, the reductions here proposed to St. Louis and Ohio 
River points are substantially less than those proposed in No. 1633, 
but some of the resulting relatoinships will still be out of line. To 
illustrate, the distance, from Birmingham and the southern Ohio district 
to St. Louis are about the same, but the present rate from the latter 
would be 37 cents higher than from the former, even though the level 
of the rates is generally lower north than south of the Ohio River. 
Similarly, the resulting relationships between the proposed rates from 
Birmingham, on the one hand, and the rates from the southern 
Ohio district to Louisville, from Cleveland to Louisville and 
Cincinnati, and from Chicago to Cincinnati, on the other, would 
appear to place the northern producers at a disadvantage not war- 
ranted by their respective locations. However, the disadvantage re- 
ferred to is not undue under section 3 unless one or more of respond- 
ents who are responsible for these proposed reductions can control 
one or more of the rates from the northern area. points. Not one 
of the carriers serving the Birmingham district and having a con- 
trolling voice in the rates from that district serves or has a con- 
trolling voice in the rates from the southern Ohio district, Cleveland, 
or Chicago. Some of them may have in the rates from Granite City, 
but the movement of pig iron from that point to Louisville or Cin- 
cinnati is not material, and we do not believe that under this pro- 
posed adjustment the difference in its favor of $3.412 would hurt that 
protestant’s opportunities in competing with Birmingham in the St. 
Louis market. 


We find that the suspended schedules have been justified. An order 


will be entered vacating our order of suspension and discontinuing 
this proceeding. 


Respondents will be expected to remove promptly any fourth sec- 
tion violations at points west of St. Louis which may result from 
the rates here found justified. 


EQUALIZATION FORBIDDEN 


The attempt of the carriers serving Norfolk directly and 
Newport News indirectly to equalize the two places in the matter 
of handling unmanufactured tobacco from Carolina territory, as 
proposed in the schedules suspended in I. and S. No. 2386, has 
been disapproved by the Commission. In a report on that mat- 
ter, mimeographed, the Commission, by division No. 1, has found 
proposed increased rates, on export and coastwise unmanufac- 
tured tobacco received for storage and warehousing at Newport 
News and/or Morrison, Va., not justified. It has ordered the sus- 
pended schedules canceled and discontinued the proceeding. 


Without sanctioning the allowance to warehousemen, made 
by the Chesapeake & Ohio in carrying out its storage-in-transit 
arrangement at Newport News and/or at Morrison, the Commis- 
sion said the carriers serving Norfolk directly, could meet the 
competition of the Chesapeake & Ohio at Newport News by es- 
tablishing transit at Norfolk and make an allowance to ware- 
housemen at Norfolk like the one made to the warehousemen at 
Newport News by the Chesapeake & Ohio. 

The proposal, by the Norfolk lines, was to increase the line- 
haul rate to Newport News by five cents. They thought that 
that would equalize the existing differences growing out of the 
storage in transit and the incidental allowance of 25 cents per 
hogshead, by the Chesapeake & Ohio to the warehousemen, for 
handling from cars to the piers, after it had switched the tobacco 
from the warehouse, after storage, under the terms of its transit 
tariff, without charge therefor. The 25 cent charge is collected 
by the Chesapeake & Ohio from the shipper but is paid by it for 
the service mentioned. 

In justification for the storage-in-transit arrangement, New- 
port News interests claimed it was necessary to enable that port 
to compete with its near neighbor, not merely in the tobacco 
trade, but in sea-borne trade of all sorts. They said that unless 
tobacco could be obtained as bottom cargo ships would not stop 
at Newport News. The bottom cargo needed was furnished by 
grain sent out via Newport News in other days. No large amount 
of grain now moves, hence the contention that if Newport News 
is to continue as a port, it must have tobacco to furnish the 
foundation for a ship’s cargo. 

The report constitutes a treatise on the drying, handling and 
storage of tobacco, in warehouses, to permit it to ripen, with a 
short statement as to the contentions of the advantages of stor- 
age, for ripening purposes, near water or on the waterfront it- 
self, agreement that the tobacco kept near the water would be 
better than if kept in or near the fields of production, resulting 
in the development of a vast tobacco warehousing business at 
the rival ports, with keen rivalry between the warehouses in the 
two cities. There are both interior and waterfront warehouses 
at Norfolk but there is only one waterfront warehouse in New- 
port News, the others being in the “interior,” that is, from one 
to five miles away from the water. 

Newport News is served only by the Chesapeake & Ohio, the 
rails of which do not reach Norfolk. It does not reach the to- 
bacco territory, its service to both fields of production and Nor- 
folk being in connection with other carriers. Under the Chesa- 
peake & Ohio transit tariff tobacco may be stored at Newport 








1074 ° 


News for eighteen months without any addition to the line-haul 
rate for the added rail service needed to operate that transit ar- 
rangement. There is no transit at Norfolk. 

Back in 1912, the Commission, in Chamber of Commerce of 
Newport News vs. Southern et al., 23 I. C. C. 345, found that 
Newport News was entitled to the same rates as Norfolk from 
points in Carolina territory, more than 150 miles from Norfolk. 
The Commission said the proposed five cent increase was the 
first attempt to change the relationship then established. It said 
the increase was proposed by the lines serving Norfolk. They 
used their general concurrence authority to include the Chesa- 
peake & Ohio in the tariffs proposing the increase, against its 
protest, the Commission report said. The Commission said their 
justification of the proposed increase was based on the conten- 
tion that it was necessary to place Norfolk on the same basis as 
Newport News. The Norfolk Southern, it said, contended that 
the present rates to Newport News were too low. 

At great length the Commission set forth the costs to the 
shipper, per hogshead of shipping via Norfolk or via Newport 
News, it appearing that Norfolk had some advantage, in some 
situations but that broadly speaking it was at a disadvantage of 
60 cents per hogshead, weighing about 1,200 pounds, when the 
tobacco was stored and later exported. After explaining the 


items entering into the costs at the two ports, the Commission 
in part, said: 


It will thus be seen that the disadvantage under which interior 
warehousemen at Norfolk are operating is due to the absence of 
a storage in transit arrangement at Norfolk and to the fact that 
on tobacco exported from their warehouses, two separate charges 
of 25 cents per hogshead, are assessed, one by the warehouseman for 
handling from storage to cars, and the other by the carriers for 
handling from cars to piers, while at Newport News but one charge 
of 25 cents per hogshead is collected from the shipper for those two 
services, and that charge is paid by the carrier to the warehouse- 
man. As the Chesapeake & Ohio does not reach Norfolk with its 
own rails and does not participate in joint rates on tobacco from 
the origin territory to Norfolk, that company cannot be held to dis- 
criminate against the warehousemen at Norfolk in favor of the 
warehousemen at Newport News. 

Respondents criticize the practice of the Chesapeake & Ohio of 
paying to the warehousemen at Newport News for performing the 
service of loading from the warehouse to the cars the charge of 25 
cents per hogshead which it collects from the shipper for handling 
between piers and cars. They call attention to the fact that load- 
ing from warehouse to cars and between piers and cars are services 
which should either be performed by the shipper or paid for by 
him, and that the carriers are not required to perform such services 
without charging for them. There is no provision of the law, how- 
ever, which precludes a carrier from performing such services, with- 
out charge to the shipper.: At Newport News, the shipper does not 
pay any charge for loading from storage to cars, but he does pay 
for the unloading from cars to piers, and the Chesapeake & Ohio 
elects to pay the charge so collected to the warehouseman for hand- 
ling from storage to cars. That is not an unlawful practice. 

In explanation of the transit arrangement at Newport News 
and the payment to the warehousemen there located of the 25 cents 
collected for the service of handling between cars and piers, the 
witness for the Chesapeake & Ohio testified that such arrangements 
Were necessary in order to place the warehouses at Newport News 
on the same basis as the warehouses located at the Army Base in 
Norfolk. He enumerated the services performed and the charges 
therefor at both ports. These are, on shipments through the Army 
Base at Norfolk: first, road haul from Wilson to Norfolk, $4.32; 
second, switching from road haul carrier’s terminals at Norfolk to 
Army Base over the Norfolk-Portsmouth Belt Line, for which the 
belt line assesses a charge of $4.95 per car, which is absorbed by 
the road haul carrier on quantities of more than 10,000 pounds; third, 
handling from cars to storage, 25 cents; fourth, storage; fifth, handling 
from storage to gasoline drawn trucks; sixth, gasoline truck trans- 
fer from storage warehouse to pier; seventh, handling from trucks to 
piers; eighth, wharfage, 10 cents. For the fifth, sixth and seventh 
services a charge of 25 cents is assessed. The enumerated services 
and charges at Newport News are: road haul from Wilson, $4.32; 
second, handling from care to storage, 25 cents; third, storage; fourth 
handling from warehouse to car; fifth, switching from warehouse to 
piers; sixth, unloading from car to pier; seventh, wharfage, 10 cents. 
. charge of 25 cents is assessed for the fourth, fifth and sixth serv- 
ces. 

Respondents’ proposal to increase the rates to Newport News 
appear to be inspired by their desire to obtain a larger share of 
the tobacco traffic than they now receive and by pressure of owners 
of interior warehouses at Norfolk, who have lost to the warehouse- 
men at Newport News a considerable amount of the business they 
formerly enjoyed. The carriers serving Norfolk, in attempting to 
remedy a situation which they consider detrimental both to them- 
selves and to the warehousemen at Norfolk, have undertaken to in- 
crease the rates to a point which they do not reach with their own 
rails, and in which they have no interest, over the protest of the 
only railroad which reaches that point and contrary to the spirit, 
at least, of our decision in the Newport News case. It should also 
be noted that these carriers could have met the competition of the 
Chesapeake & Ohio at Newport News, by the publication of a stor- 
age-in-transit arrangement at Norfolk, and could, if they desired to 
go further, have made the same allowance to the warehouseman at 
Norfolk as the Chesapeake & Ohio makes at Newport News, although 


we do not sanction the practice of making such an allowance at 
either port. 


RICE COMPLAINT DISMISSED 


The Commission, by division No. 1, has dismissed No. 15613, 
New Orleans Joint Traffic Bureau et al. vs. Beaumont, Sour Lake 
& Western et al., mimeographed, finding the rates on rough rice, 
from producing points in Arkansas into New Orleans not un- 
reasonable. It found the rates on clean rice from milling points 
in Arkansas to New Orleans for export not unduly prejudicial. 

As summarized by the Commission, the complaint was that 
the rates on rough rice from the Arkansas production points to 
New Orleans were unreasonable and questioned the propriety 
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of the rates on clean rice from milling points in Arkansas to 
New Orleans for export, the claim being made that the existing 
rates on the cleaned grain unduly preferred the Arkansas millers 
and disadvantaged their competitors at New Orleans in ex- 
porting clean rice. 

Arkansas milling interests intervened in opposition to the 
complaint. A rice mill at Memphis intervened in opposition to 
any change in the relationship in the rates on rough rice from 
Arkansas to Memphis and New Orleans. 

The Commission said the millers in Arkansas and Memphis 
drew practically all their rough rice from the Arkansas fields, 
while the New Orleans millers drew their supplies from a much 
more extensive field, including Louisiana, Texas and Arkansas. 

Complainants laid considerable emphasis, said the Commis- 
sion, on the fact that the inbound charges on rough rice into the 
Arkansas mills, plus the export rates outbound, made a ma- 
terially smaller aggregate charge per car than the New Orleans 
millers had to pay on a quantity of rough rice large enough to 
yield a car of clean rice. 

Answering that, the Commission said, that while the com- 
plainants were entitled to a properly adjusted rate on clean rice 
to New Orleans, for export, such adjustment needed not be 
based primarily on the domestic rates on rough rice with which 
clean rice was not in competition. 

The railroads pointed out that unless the rates were adjusted 
in accordance with guiding rates they specified, the Arkansas 
millers could not get into the export market in competition with 
Memphis and New Orleans. They reduced the rate on export, 
clean rice from 43 cents to 34.5 cents, at the request of Arkan- 
sas millers to enable them to compete with the millers at New 
Orleans, interior Louisiana points and Memphis. 


On brief, the Commission said, the complainants asked for a 
relationship which should reflect a spread of not less than six 
cents, exclusive of handling charges to shipside, in the rates on 
clean rice over those on rough rice. They said compliance with 
the request of the complainants would mean a material increase 
in the present clean rates which they did not desire to make and 
which the Arkansas millers strongly opposed. The Commission 
pointed out that in a large number of cases it had prescribed 
rates and the railroads contended that if the New Orleans re- 
quest were complied with there would be a restoration of the 
discriminatory situation existing prior to October 19, 1922, which 
it was the object of the rates then established to remove. 





OIL REVISION JUSTIFIED 


The Commission, by division No. 3, in I. and S. No. 2433 
ald fourth section application No. 2056 et al., mimeographed, 
has found justified proposed revised rates on petroleum and its 
products, from St. Louis and points in the Wood River district 
to southern destinations, vacated its suspension order and 
discontinued the proceeding. The revision allowed to be 
edme operative is part of that which the railroads proposed 
ai.d were allowed to put into effect June 10, 1925. 


Rates, in so far as they were applicable from St. Louis and 
from nearby points in the Wood River district, over, or in con- 
néction with, the Baltimore & Ohio and the Big Four, were 
suspended until November 7, on protest of the Indian Refining 
Co. of Lawrenceville, Ill., and others, because, over the rails of 
the carriers mentioned there would have been fourth section de- 
partures had the revision been allowed to become effective. 
Revised rates were allowed to become operative over lines 
where there were no fourth section questions. Lawrenceville 
is an intermediate point on those lines the tariffs of which were 
suspended as to traffic from the St. Louis-Wood River region. 
No rates from Lawrenceville were suspended the report, written 
by Commissioner Cox, said. Effective August 1, 1925, the 
Baltimore & Ohio and the Big Four established proportional 
rates of seven cents from that point to Cairo and Evansville, 
thereby obviating the fourth section difficulty. ‘Those propor- 
tionals gave Lawrenceville an advantage of two cents over St. 
Louis and Wood River, generally speaking. The fourth section 
situation having been cleared up, Mr. Cox said the only question 
remaining for disposition in this case was the justification 
offered for the proposed rates. 


Mr. Cox said the rates proposed were the same as over 
other routes. To 37 per cent of the points enumerated, he said, 
there would be increases averaging 5.24 cents, and to 63 per cent 
of the points enumerated there would be an average decrease of 
11.03 cents. Upon that showing a finding of justification was made. 

In fourth section order No. 9215, relief was given to the 
circuitous lines, observing the 15 and 70 per cent of circuity 
rule and the aggregate of intermediates rule. Commissioner 
Campbell dissented to the 70 per cent part of the circuity rule, 
suggesting that, in this case, relief should be limited to routes 
having not more than 50 per cent of circuity. He said the 
distances over the direct routes, to competitive points, ranged 
from 417 to 739 miles. For hauls of that length, he said, the 
relief granted should not have been given to routes having more 
than 50 per cent of circuity, in order to avoid wasteful trans- 
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portation. That, he said, was one of the evils of the present 
rate structure of the country. 


CANADIAN REPARATION CASE 


In a report, after re-argument, in No. 15034, Ontario Paper 
Co., Limited, et al. vs. Canadian National Railways et al., 
opinion No. 10727, 103 I. C. C. 365-9, the Commission affirmed its 
prior report, 95 I. C. C., finding the rate on newsprint paper, 
carloads, from Thorold, Ont., to New York unreasonable to 
the extent it exceeded 32 cents before July 1 1922, and 29.5 
cents thereafter. It awarded reparation to that basis. It said 
it affirmed its prior finding, without modification. 

The 29.5 cent rate has been published by the Canadian 
National, under its general occurrences from other defendants, 
the American railroads. The latter, according to the Commis- 
sion, deem the rate too low. The Canadian National, while 
willing to establish the 29.5 cent rate, is averse to participat- 
ing in the payment of reparation. 

Seemingly, the Commission hopes the question of its juris- 
diction to award reparation on shipments from a foreign coun- 
try to the United States will be taken into the courts. It 
said that that jurisdictional question had been touched upon in 
re-argument. It said it deemed that question to be controlled 
by its decision in International Nickel Co. vs. Director-General, 
66 I. C. C. 627. But, it said, in view of its frequent recurrence it 
seemed advisable to repeat its observation in the Nickel case, 
namely, that a review of its ruling in the courts would be 
desirable for future guidance. For the reasons given in the 
original report it said it saw no reason for making separate 
findings concerning that part of the transportation under con- 
sideration which was wholly within the United States. 

Commissioner Hall dissented, for the reasons he set forth 


in his dissent in the original report. Commissioner Cox also 
dissented. . 


Commissioner Woodlock, dissenting, practically said the 
majority had no record upon which to found its decision that 
there should be reparation. In his discussion he presented ideas 
on the subject of absolute and relative unreasonableness, and 
the evidence needed to support the former, that, it is believed, 


will cause this case to be read, by attorneys, with close atten- 
tion. He said: 


I do not agree with the majority’s disposition of this case, for it 
has been made upon a record which is lacking in certain testimony 
which is necessary for proper determination of the matter. 


We have reaffirmed our decision of November 25, 1924, finding the 
rates on newsprint, Thorold to New York, unreasonable, in so far as 
it exceeded 32 cents between August 26, 1920, and June 30, 1922, 
and 29.5 cents thereafter. In doing so we have relied mainly upon 
comparison of the assailed rate with the 26-cent rate from Niagara 
Falls. While I think that the latter is somewhat low regarded as 
a maximum reasonable rate, nevertheless prescription for the future 
of 29.5 cents from Thorold may be defensible. It is to the conclu- 
sion from this_to unreasonableness during the reparation period 
that I object. We can not inflexibly conclude from ‘relative’ un- 
reasonableness to “‘absolute’’ unreasonableness. “A rate may be 
relatively unreasonable and yet contain none of the elements of 
absolute unreasonableness.’’ New Pittsburgh Coal Co. vs. H. V. Ry. 
Co., 26 3. €) €.. 1M. _A rate may be unreasonable in the past and 
reasonable now, or vice versa. In re Wool, Hides, and Pelts, 25 I. 
C. C., 677; National Hay Asso. vs. M. C. R. R. Co., 19 L. C., 37; 
Anadarko Cotton Oil Co. vs. A. T. & S. F. Ry. Co., 20 I. C. C., 50. 

In judging as to the absolute reasonableness of a rate two main 
factors must always be considered. One of these is the worth (or 

value’) of the service to the shipper; the other is the cost of the 
Service to the carrier. Comparison of an assailed rate with similar 
or analogous rates can seldom of itself carry us beyond a determina- 
tion of relative reasonableness or unreasonableness. To reach a “just 
and reasonable” conclusion as to absolute reasonableness or unreason- 
ableness, it is necessary to consider cost of service to the carriers con- 
cerned, in so far as it is susceptible of determination. This involves 
scrutiny of carrier operating revenues and expenses. ‘‘Net revenues 
of carriers have an undoubted and often an important bearing upon 
the question of the reasonableness of rates, but the value of the serv- 
ice to the shipper and the other elements so often referred to as en- 
tering into the reasonableness of rates must also be taken into con- 
Sideration.”” R. R. Commissioners of Iowa vs. I. C. R. R. Co., 20 
I. C. C. 187. See also Memphis Cotton Oil Co. vs. I. C. R. R. Co., 17 
i, c. C. 319. Whether 32 cents was a maximum reasonable rates in 
1922 and 1921 for the carriers concerned in this case is a question for 
the decision of which we need something more than merely a com- 


parison of rates. We need to know something at least of the cost of 
Service during those periods. 


. The record in this case is silent upon this point. It contains noth- 
ing to show the operating results of the carriers during the repara- 
tion period. Under decisions of the courts we are compelled to rely 
entirely upon the record made in each case. We may not, in making 
our decisions, draw upon such knowledge as we may have obtained 
on our own account of matters not included in the record. It is my 
contention that no record in a reparation case is complete enough for 
us to give proper judgment thereupon unless it contains information 
With respect to cost of service during the reparation period. To 
decide @ case where reparation is claimed for the years 1921 and 
922 without evidence on this point is to run a great risk of doing 
Serious injustice. 

th It may be that the assailed rate was unreasonable in 1923 when 
pe complaint was filed, yet that it was not unreasonable in 1922 and 
321, for which period reparation is claimed. It may be that it 
was unreasonable throughout or for only a part of the reparation 
Period for both carriers, and it may be that it was unreasonable for 
one carrier and not for the other. We are not able on this record to 
decide any of these questions with certainty, owing to the lack of 
vital testimony. From one point of view, perhaps, it may be fitting 
that the carriers concerned should be penalized for their negligence 
in setting forth their case, but it is not satisfactory that decision in 
cases of this sort should go by default. It is not difficult to see how 
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in this way abuses might readily arise to which this commission 
should not make itself party. 

The record should be reopened for testimony as to the operating 
revenues and expenses of the Lehigh Valley and New York Central 
Railroads during the reparation period so that the question whether 
the rates assailed were unreasonable or not during that period for 
both carriers or either of them, can be properly determined. 


LUMBER INCREASES ALLOWED 


A finding of justification has been made in L. and S. No. 2418, 
Forest Products, Denver and Related Points to Southern Points, 
mimeographed, as to proposed increased rates on lumber and 
lumber products, between Denver and points taking Denver rates, 
on the one hand and points on the Louisville & Nashville and the 
Gulf, Mobile & Northern on the other. It has vacated its order 
of suspension and discontinued the proceedings. There was no 
specific protest, the Commission said, against the rates west- 
bound, the suspension having been granted upon protest of the 
West Coast Lumbermen’s Association, Inc., representing manu- 
facturers on the north Pacific coast in the United States and 
British Columbia against eastbound rates. The increases would 
be accomplished by the cancellation of joint rates leaving the 
combinations to apply, the lowest being the Denver combina- 
tions, to points on the Louisville & Nashville. The increases on 
the Gulf, Mobile & Northern would be brought about by the can- 
cellation of the intermediate application rule. 

Objection was chiefly to the increases on millwork, the in- 
creases on which, the report said, would range from 2 to 45 
cents. The Louisville & Nashville said there was no movement 
under the rates. The protestant, the report said, showed several 
hundred cars moved in 1923 and 1924. 

Protestant relied, the report said, upon the Commission’s 
finding in Lumber and Lumber Products, 52 I. C. C. 598, in which 
a relationship was prescribed, 15 per cent higher on millwork 
than rates on lumber from the Pacific coast and 25 per cent 
higher on lumber from the rest of the country. The Commis- 
sion, in this case, however, said the existing rates were on a 
low level and that the combinations would not be unreasonable, 
although the approximate ratio or spread of the proposed rates 
ranged from 20 to 50 per cent. It said the proposed rates would 
be more nearly in harmony with rates to destinations other than 


those involved, in the same general territory, thereby removing 
possible discriminations. 


DENIES SUBIACO’S PRAYER 


The Commission has dismissed No. 13850, Fort Smith, Sub- 
iaco & Rock Island vs. Arkansas Central and a sub-number there- 
under, Same vs. Alabama & Vicksburg et al., mimeographed. 
Division No. 4, the body that handled the complaints, speaking 
through Commissioner Woodlock, found that the through routes 
and joint rates sought by the complainant were not necessary or 
desirable in the public interest. 

A report was made in the first complaint in 87 I. C. C. 617. 
The Commission found the record in that case not broad enough 
to enter an order. It said it would be in the public interest to 
establish through routes in connection with the Subiaco from 
eastern points to destinations on the Paris branch of the Mis- 
souri Pacific. That road has absorbed the Arkansas Central, 
wherefore it is the sole defendant in the original and sub-num- 
ber. The latter was filed as a substitute for the former, in com- 
pliance with the implication in the report on the first case that 
if the complaint were broader some relief might be granted. 
The Subiaco thought that the better way to proceed. 

The sub-number, much broader than the original, alleged 
that the service furnished by the Subiaco was of vital importance 
to the section served but that unless it obtained additional rev- 
nue, by the method proposed, it could not continue to operate. 
In disposing of the case, Mr. Woodlock said: 


Our power to establish through routes and joint rates which is 
here invoked is derived from section 15(3) of the act, and the ex- 
ercise of that power is limited to instances where the through routes 
and joint rates sought are ‘‘necessary or desirable in the_ public 
interest.””’ The Subiaco alleges that unless it can obtan additional 
revenues from traffic to be secured by these routes it will be com- 
pelled to cease operations and deprive the territory now served by it 
and dependent upon it of services which are essential to the people 
living therein. While it is true that the net revenues of this line are 
insufficient to meet all expenses and interest on its obligations, it 
is also true that it is at present earning a surplus over all operating 
expenses and taxes, this surplus being in 1923 in excess of $5,000. 
On such a showing there would be, of course, no possible ground 
for abandonment of the line. The record contains no evidence as 
to the value of the property under sections 15(a) and 19(a), but it 
is reasonably certain that the company is not earning a fair return 
on the value of property used in service. It does not follow, how- 
ever, that any and every method advanced by the carrier to increase 
its revenues must receive the stamp of our approval merely because 
of its financial needs. 

It should be noted that the through routes and joint rates here 
sought are not to or from points on the Subiaco, for the handling 
of traffic which its shippers receive or produce. What is wanted is 
through overhead traffic the movement of which via the Subiaco 
is not necessary, if it is even desirable, except from the stand- 
point of the revenue needs of that road. It is not contended that 
the opening of these additional routes would result in any increase 
in the total traffic, and it is quite obvious that it would not. There- 
fore, any traffic moving over the Subiaco route must be attracted 
from other available routes, and it seems quite clear that under the 
circumstances here presented, the Missouri Pacific would be the 
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principal loser. It is very probable that that carrier is not at pres- 
ent earning a fair return on its property, and to the extent that its 
revenues are diminished by the diversion of traffic which it can and 
does handle, to the Subiaco route, it would be less able than at 
present efficiency to function as part of the national transporta- 
tion machine; to serve adequately those dependent upon it for trans- 
portation; and to earn money for its stockholders. Furthermore the 
amount of revenue thus diverted from the Missouri Pacific would 
largely exceed the revenue accruing to the Subiaco as its share of 
the new joint rates. The loss entailed upon the Missouri Pacific 


would thus tend materially to exceed the relief obtained by the 
Subiaco. 


While it undoubtedly would benefit that part of the public 
served by the Subiaco to have that line in a prosperous condition, 
it is our opinion that the method here adopted by the Subiaco to 
improve its condition does not comport with that broad view of the 
public interest which we are constrained to take. 

We accordingly find that the through routes and joint rates 
here sought are not necessary or desirable in the public interest, 
and our former finding in this respect is reversed. In view of this 
conclusion it will be unnecessary to discuss the application of the 
short-hauling provision of section 15(4) of the act to this contro- 


versy. 
CARRIER’S DUTY TO ROUTE 


With five of the eleven members dissenting, the Commission, 
in a report on No. 14971, Victor Petertyl vs. New York, New 
Haven & Hartford et al., mimeographed, on oral argument, has 
affirmed the original findings, 91 I. C. C. 699, that one carload 
of locust lumber, shipped February 4, 1921, from Wilson Point, 
Conn., to Traverse City, Mich., was not misrouted but that 
nineteen subsequent shipments to the same destination were 
misrouted, because the New Haven failed to forward the later 
shipments via the cheapest available route through Canada 
when no particular route was specified by the shipper. 

Chairman Aitchison, Commissioner Esch, Lewis, Cox and 
Woodlock dissented, the four first mentioned joining in a 
dissent written by Mr. Aitchison, and Mr. Woodlock noting his 
dissent without indicating the ground upon which he founded it. 

It is not an ordinary cheapest route case. The Commission 
held that it was the duty of the New Haven to have sent the 
nineteen shipments over a differential route through Canada. 
It found that the first of twenty shipments was not misrouted 
because the agent of the New Haven, by telephone, asked the 
consignor by what route he wished his shipment forwarded, 
the bill of lading merely showing the originating and delivering 
lines. He mentioned the New York Central route, wherefore the 
New Haven forwarded it over one of the standard all-rail 
routes through the United States. The one shipment went 
by itself. Later the other nineteen came along, with notations 
not showing intermediate routing. The New Haven contended 
that it was justified in sending the nineteen over standard 
all-rail routes through the United States. The Commission held 
that it was its duty to have sent the nineteen by the cheaper 
differential route through Canada. The agent made no inquiry 
as to the meaning of the similar routing notations in the bills 
of lading covering the nineteen. The New Haven insisted that, 
having obtained verbal instructions as to the first shipment, 
he was justified in assuming that all the shipping orders were 
intended to be construed in the same manner and that he had 
fulfilled the duty imposed upon him by law. The rate via the 
differential route was 56.5 cents prior to July 1, 1921, and 57.5 
cents after that day. The rates via the all-rail standard route 
were 58 and 58.5 cents. Under the routing instructions in the 
bills of lading the cars could have been shipped via the differ- 
ential route but not under the bill that had been construed in 
answer to a telephonic inquiry. 

In this report the Commission said that at the time of the 
movement the standard routes were congested and that the 
complainant said the service over the differential route was 
quite satisfactory, although it was about 322 miles or 33 per 
cent longer. Upon that statement of facts as to route length 
and service the Commission said it found that the differential 
route could not be held unreasonable within the terms of Con- 
ference Ruling No. 91. 


Assuming that the shipping orders could not be regarded 
as instructions to send all shipments by the standard route, 
the Commission said the New Haven, at the further argument, 
contended that the original finding was wrong. It was that 
the shipments should have been forwarded over the differential 
route because it was less expensive. That finding, the New 
Haven said, was evidently based upon Conference Ruling 214(c). 
That ruling says that in the absence of specific through routing 
by shipper, which carrier is willing to observe, it is the duty of 
the agent of the carrier to route shipments via the cheapest 
route known to him of the class designated by the shipper—that 
is, all-rail, or rail-and-water and via which he has rates which 
he can lawfully use. 

The New Haven contended that either the ruling should be 
interpreted as recognizing the. differential routes as constitut- 
ing a different class from the standard, or that, if the wording 
could not be construed in that manner, the ruling was wrong 
and should be changed. In addition the defendant pointed to 
the Commission’s decisions in Rates via Rail-and-Lake Routes, 
37 I. C. C. 302, and Rail-and-Lake Routes from New England, 
92 I. C. C. 106, to show that the Commission recognized more 
classes of routes than were mentioned in the conference ruling 
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it attacked as wrong. In addition, the New Haven asserted 
the Commission made a decision contrary to Northern Pacific 
vs. Solum, 247 U. S. 447, but the Commission asserted that the 
principle laid down in that case was the same as that in its 
Conference Ruling 91, holding that a carrier was not to be 
charged with misrouting when it sent an unrouted shipment 
over a more expensive route although a lower rate could 
have been obtained over an unreasonably longer and more 
indirect route. In disposing of the case, the Commission said: 


Although the record contains no evidence upon the_ subject, 
counsel for the New Haven stated on argument that it had always 
been the practice of that carrier to forward unrouted shipments by 
the standard routes. This practice has never received our sanction 
and in this case the question for the first time is presented to us 
for a formal decision. Since complainant’s shipments moved, the 
New Haven and other trunk lines have published in their tariffs a 
provision reading substantially as follows: 

“Regulations governing unrouted shipments as between routes 
taking standard and differential rates, the rates via differential routes 
being generally lower than the rates via standard routes. 

“This tariff in some instances contains more than one basis of 
rates from and to the same stations, depending upon the route used, 
but the carriers parties thereto do not obligate themselves to use 
a differential route as against a standard route unless shipments 
are specifically routed by shippers. 

‘Specific routing is desirable and shippers should indicate the 
route, differential or standard, they desire used and are urged to 
comply with this requirement on shipping orders and bills of lading. 
In the absence of such specific routing the originating carrier will 
forward such shipments via routes that will insure through service 
having due regard to: 

(a) Loading of homebound equipment. 

(b) The question of car conservation. ’ 

(c) The possibility of embargoes or congestion at any of the 
various gateways.”’ 

The interpretation or reasonableness of this provision is not in 
issue in this proceeding but it contains conditions difficult of ascer- 
tainment and therefore is not sufficiently explicit to qualify as a 
definite and affirmative tariff rule. In the absence of a definite tar- 
iff provision, defendant was not justified in shifting the burden of 
specifying the routing upon the shipper in order to secure the benefit 
of the lowest available rate. We see no reason for departing from 
our original conclusion. It is accordingly affirmed. 


Chairman Aitchison, in his dissent, called attention to two 
facts as the first to be remembered, namely, that the complaint 
was brought under the first section which was limited to trans- 
portation in the United States and second, that there was no 
direct mandate of law requiring a carrier to make shipments 
over the cheapest route when no particular route had been 
designated by the shipper. To the extent the carriers had 
such a duty, he said, it was cast upon them by the require- 
ments of the first section as to the maintenance of just and 
reasonable rates, within the United States. 


“No question is presented here of a breach of that duty 
as to rates within the United States,” said he. “The breach 
alleged is that a carrier did not ship the lumber in question 
over a route which would have removed the shipments from 
the jurisdiction of the United States and through a territory 
of a foreign power, and, of course, pro tanto, from the duties 
and liabilities imposed by the act of the United States Congress.” 

In further illumination of what he conceived the duty of 
the Commission, the chairman, in part, said: 


We have repeatedly held that our jurisdiction over shipments 
to an adjacent foreign country extends only to that portion of the 
transportation within the United States. It seems to me a not 
unreasonable construction that a carrier of the United States is not 
required, by the terms of an act which speaks only as to trans- 
portation within the United States, to put property outside the juris- 
diction of that act, and to subject it to the applicaion of the trans- 
portation laws of a foreign power for a considerable portion of the 
total haul, as long as the shipments were in fact made within the 
literal terms of the act and were charged rates which are not con- 
tended to be unreasonable for the service performed. 

Our function is to examine into and correct violations of the act. 
In this instance the majority, in practical effect, forbids the Amer- 
ican carriers from carrying this traffic over routes entirely within 
the United States except at a penalty. The American carriers must 
meet the rates of the Canadian lines or must turn unrouted traffic 
over to them. I find no warrant for such construction under section 
1 of the act, which relates only to transportation wholly within the 
United States. 

In many cases we have considered the duty of the receiving 
carrier under section 1 as to unrouted shipments. Throughout our 
decisions service as well as cheapness has been emphasized as @ 
factor to be considered in determining the duty of that carrier. 
The shipper is entitled to the shorter route, the direct route, and 
the obvious route, as well as the cheaper route. Dewey Bros. Co. 
vs. Baltimore & O. R. Co., 11 I. C. C. 481, 483. * * * 

The majority report hints that by a definite tariff provision 
defendant may relieve itself of the burden which the majority says 
rests upon the originating carrier. To my mind it is inconsistent 
to hold first that it is the legal duty of an originating carrier to 
forward all traffic over differential routes in such cases as that be- 
fore us, and then to intimate that that legal duty may be evaded 
by a tariff provision. 

But aside from the fact that the differential route is not of 
the same class as the standard route, the facts of record do not 
warrant a finding of misrouting. To require carriers to send traffic 
over an uneconomical route is not in the public interest. Further, i 
in the future New England carriers protect themselves from mis- 
routing claims by forwarding all unrouted shipments over the dif- 
ferential route, those carriers will apparently obtain less revenue 
than if the shipments are sent over the standard route. If they 
continue to send the shipments over the standard route, they must 
shrink their revenues accordingly. Under the principles of Northern 
Pacific Ry. Co. vs. Solum, supra, these carriers in their own in- 
terests have the right to protect themselves from the situation out- 
lined, and no such duty rests upon them as the majority holds. 

Apparently the majority in reaching its conclusions gives con- 
siderable weight to the statement that 
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“We have found that under the existing conditions the differ- 
ential route over which complainant’s shipments could have been 
sent would not have been unreasonable.” . 

But that is not the issue. The question before the Commission 
is whether the practice of the originating carrier of forwarding prop- 
erty over the standard route was reasonable when the lower differ- 
ential route was available to it. Under circumstances such as these 
the originating carrier is not obligated to transport unrouted prop- 
erty over the differential route, though to avoid uncertainty definite 
and unmistakable tariff provisions may well be provided indicating 
that the originating carriers do not hold themselves out to transport 
unrouted shipments over differential routes. 


HORSESHOE REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 16360, Diamond Calk & Horseshoe Co. 
vs. Northern Pacific et al., mimeographed, the Commission, by 
division No. 4, finding a rate of 77.5 cents prior to July 1, 1922, 
and 69.5 cents subsequent thereto, on horseshoes, toe calks 
and parts, carloads, from Duluth, to Rochester, N. Y., subject to 
condemnation under the first section to the extent it exceeded 
56 cents prior to July 1, 1922, and 51 cents thereafter, and 
awarded reparation to that basis. Fifteen carloads were the 
subject of the complaint. They were shipped between December 
8, 1920, and February 8, 1923. The Commission said that a rate 
of 56 cents prior to July 1, 1922, and 51 cents thereafter would 
have been applicable under rule 77 if application had been made 
The 51-cent rate is now in effect over all routes. 


SWITCHING ABSORPTION CASE 


A finding of illegality and an award of reparation have 
been made in No. 16564, Charles Hechtman et al. vs. Chicago, 
Milwaukee & St. Paul, mimeographed, the Commission, by di- 
vision No. 4, finding that the Milwaukee’s failure to absorb a 
switching charge of $3.60 at Fargo, N. D., on more than 
100 cars of potatoes shipped through that point from stations 
in Minnesota and North Dakota to points in Kansas, was in 
disregard of the tariff providing for such absorption. The Mil- 
waukee contended that its tariff did not provide for absorption. 
The Commission said it did and awarded reparation, in accord- 
ance with the prayer of the complainants. 


HARD COAL REPARATION 


Reparation has been awarded in No. 16090, Hartwell & Les- 
ter vs. Delaware & Hudson et al., mimeographed, the Commis- 
sion, by division No. 4, finding that shipments of anthracite, from 
Providence, Pa., to Matawan, N. J., reconsigned to Asbury Park, 
N. J., in February, 1923, were overcharged on account of the 
addition of 19 cents per long ton to the $3.15 rate, assessed for 
the haul beyond the reconsignment point, the defendants claim- 
ing the $3.15 rate did not apply over the route of movement via 
South Amboy. The Commission said the rate was unrestricted 
as to route, but that the usual route was not used, the imposi- 
tion of the 19 cents additional being made on that account. 


GROUND CALCINED MAGNESITE 


An award of reparation has been made in No. 15578, Min- 
eralite Stucco Corporation vs. Chicago, Rock Island & Pacific, 
mimeographed, as to a fifth class rate applied on shipments of 
ground calcined magnesite, from Joliet, Ill., to Omaha, the Com- 
mission, by division No. 4, finding that rate unreasonable, prior 
to June 15, 1921, to the extent it exceeded 31 cents, the class D 
rate established after the ‘first two of three shipments involved 


in the case moved. It found the present class D rate not un- 
reasonable. 


FIBERBOARD REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 16817, Charles Boldt Paper Mills Co. vs. 
New Iberia & Northern et al., mimeographed, as to a rate of 
56 cents on nine carloads of fiberboard and three of pulpboard, 
shipped from New Iberia, La., to Lovefield, Tex., in December, 
1923, and February, 1924. The Commission, by division No. 4, 
found that rate unreasonable to the extent it exceeded 40 cents. 
The railroads made no defense. They intended to establish a rate 
to Lovefield, a suburb of Dallas, the same as to Dallas, the rate 
to the latter being 40 cents, but failed to do so. They expressed 
Willingness to submit the case on the record made by the com- 


Plainant. The reparation will be in the form of a waiving of 
undercharges. 


ORDERED TO REMOVE PREJUDICE 


A finding of undue prejudice, an order to remove it not 
later than January 12 and a denial of fourth section relief have 
been made in No. 15220, G. Caruso & Company vs. Chicago & 
Eastern Illinois et al., mimeographed, the Commission, by di- 
Vision No. 3, finding rates on cabbage and strawberries, in 
Straight carloads, and on cabbage and beans, in mixed carloads, 
from points in Kentucky, Tennessee and Alabama, to Logans- 
port, Ind., not unreasonable, but unduly prejudicial. Reparation 
was denied because damage was not shown with that degree of 


certainty required for an award of reparation under a finding of 
that sort. 
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The complaint Was that the rates were in violation of the 
first section and in disregard of the long and short haul part of 
the fourth section in that lower rates were in effect to South 
Bend and Fort Wayne, Logansport being intermediate. The 
rates to the more distant points are joint, while Logansport 
pays the combinations. The defendants introduced exhibits, the 
report said, to show that situations of that sort were not un- 
common in Indiana, the claim being made that the joint rates 
were depressed. ‘ 

Fourth section application No. 1952, of the Louisville & 
Nashville, was considered in connection with the formal com- 
plaint. In fourth section order No. 9218 relief was denied as of 
February 21. 

Commissioner Campbell, dissenting, said he approved the 
finding of undue prejudice and denial of fourth section relief. 
But, he said, he could not agree that the rates were and are not 
unreasonable in view of the fact that the joint rates, for six 
years, have been lower than the combinations. He said the rec- 
ord did not show the through rates were any lower than reason- 
able maximum rates for the service performed. He said that 
if the majority felt the record insufficient for a finding of un- 
reasonableness, then the case should be reopened for further 
hearing, rather than permit the carriers. under an alternative 
undue prejudice order, to increase the joint through commodity 
rates, which, he said, were already reasonable maximum rates. 


EXTENDED SERVICE AUTHORIZED 


In a supplemental report on No. 6591, Southern Pacific Com- 
pany’s Steamboats on the Sacramento River, mimeographed, the 
Commission has authorized the Southern Pacific to extend the 
service of its boats on the Sacramento river to Alameda, Berk- 
ley, Oakland and Emeryville, on the east side of San Francisco 
bay. In the original report in this case, 34 I. C. C. 174, the rail- 
road company was permitted to continue its steamboat service 
to points on the west side of the bay notwithstanding the prohi- 
bition of the Panama canal statute. Shippers asked for the ex- 
tended service. 

The Commission found that the operation of the boats to and 
from the docks, wharves and piers on the east side of the bay 
would be in the interest of the public and that it would not ex- 
clude, prevent nor reduce competition on the route by water. 
The company is required, by the order issued in connection with 
the report to file its rates, schedules and regulations applicable 
to transportation by boats not later than January 5. 

Commissioner Eastman, dissenting, reiterated his opinion 
that the Commission was without power to grant the petition. 
The reasons for that view, he said, were given by him in his 
dissent in Southern Pacific Company Ownership of Atlantic 
Steamship Lines, 77 I. C. C. 1388. He said he was authorized to 
say that Commissioner Campbell joined in this opinion. 


WATER FACTOR CONDEMNED 


A finding of unreasonableness, undue prejudice and an award 
of reparation have been made in No. 16590, C. W. Zaring & Co. 
vs. Clyde Steamship Company et al., mimeographed, as to the 
charges assessed on one carload of corn syrup and of jelly and 
preserves, in glass containers, from St. Louis to Miami, Fla., 
shipped in September, 1924. A combination of $1.48, composed 
of 81 cents to Jacksonville and 62 cents beyond, was collected. 
The complaint was aimed wholly at the 62 cent factor, imposed 
by the Clyde Line. The complainant sought reparation to the 
basis of a factor of 28 cents, the rate on canned goods, including 
fruits. The complainant pointed out that the Clyde Line main- 
tained a commodity rate of five cents between New York and 
Jacksonville, on canned goods in either tin or glass. To show 
further that the 62 cent factor was unreasonable the complain- 
ant that that on July 12, 1924, the Clyde Line announced that it 
would amend its canned goods item in the following week, to 
make it conform to the standard list of canned goods published 
by Speiden from Ohio and Mississippi river crossings and points 
to the south. The 28 cent rate, it pointed out, was made applic- 
able to the commodities here considered, February 16, 1925, 
whether shipped in metal or glass containers. 

The Clyde Line, the report said, contended that the evidence 
presented by the complainant did not establish that the rate as- 
sailed was unreasonable or otherwise unlawful. The report 
added, however, that the steamer line submitted no affirmative 
evidence in its own behalf. The Commission found the 62 cent 
factor unreasonable to the extent it exceeded 28 cents and 
awarded reparation to that basis. 


CRUSHED SLATE RATES 


The Commission, by division No. 3, in No. 15314, Lockport 
Paper Company vs. Maryland & Pennsylvania et al., mimeo- 
graphed, found the combination rate of 30 cents, in effect be- 
tween September 23, 1922, and September 10, 1923, on crushed 
slate, from Delta, Pa., to Lockport, N. Y., for movement via Buf- 
falo, unreasonable to the extent it exceeded 20.5 cents and 
awarded reparation. It found the present rate of 17.5 cents not 
unreasonable or otherwise unlawful. 

Commissioner Campbell, dissenting, said that, from a con- 
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sideration of the Commission’s decision in Crushed Stone from 
Maryland and Pennsylvania, 89 I. C. C. 681, he was convinced 
that a reasonable rate would have been about 17 cents for the 
past and for the future. 


FROZEN PIG SKIN RATES 


The Commission, by division No. 4, has dismissed No. 16144, 
Edgar 8. Kiefer Tanning Company vs. Elgin, Joliet & Eastern 
et al., mimeographed,: finding rates on frozen pig or hog skins, 
carloads, from St. Louis and East St. Louis to Grand Rapids, 
Mich., not unreasonable or unduly prejudicial. The complaint 
was that the rates, from October 16, 1923, to June 2, 1924, were 
unreasonable, unjustly discriminatory and unduly prejudicial to 
the extent that they exceeded 27 cents, the rate applicable on 
green salted hides. Both green salted and frozen pig skins are 
rated the same in Official Classification but commodity rates are 
applied on the green salted hides and skins. The carriers said 
the volume of movement of the frozen skins was not great 
enough to warrant application of commodity rates. The Com- 
mission held that the fact that the frozen skins had to be trans- 
ported in refrigerator cars was a sufficient difference in trans- 
portation conditions to warrant the higher rates on frozen skins. 


METAL CUSHION RATE ORDERED 


A finding of unreasonableness for the future and an order to 
establish a new rate not later than December 22 have been made 
in No. 16362, Fort Smith Couch and Bedding Company vs. Balti- 
more & Ohio et al., mimeographed, as to a rate of $1.185 on 
metal cushion or seat spring assemblies, carloads, from Cincin- 
nati, O., to Fort Smith, Ark. The Commission, by division No. 
4, found the rate not unreasonable, unjustly discriminatory or 
unduly preferential in the past but only unreasonable for the 
future to the extent it might exceed a rate of 79.5 cents. The 
carriers have such a rate in effect on davenports. They made no 
serious objection, the report said, to establishing it for the fu- 
ture on the commodity treated in the report. The new rate is 
to be based on a minimum of 30,000 pounds. 


HARDWOOD CASE DISMISSED 


An order of dismissal has been made in No. 16283, Southern 
Lumber Company vs. Louisiana & Arkansas et al., mimeo- 
graphed, the Commission, by division No. 3, finding that rates on 
hardwood lumber, from Jonesville, La., to Loudon, Greeneville 
and Cleveland, Tenn., and Thomasville and High Point, N. C., 
not unreasonable. It found rates from Jonesville to Cleveland 
and Loudon higher than to Knoxville and Lenoir City, Tenn., 
and from Jonesville to Greeneville, higher than to Johnson City, 
Tenn., and Bristol, Tenn.-Va., unlawful under the long and short 
haul part of the fourth section. It also found overcharges on six 
or seven shipments and directed refund. It said the unlawful 
fourth section situation should be promptly corrected. 


COMMISSION ORDERS 


The Commission, on petition of the Louisiana Public Service 
Commission, New Orleans Joint Traffic Bureau, and Missouri 
Pacific, for vacation of its order, reopening, and further hearing, 
the Texas and Pacific and other carriers for further hearing, and 
the Board of Trade of Kansas City and other interests for re- 
hearing and reargument, has reopened No. 12798, Galveston Com- 
mercial Association vs. Galveston, Harrisburg and San Antonio 
et al. for rehearing. Time and place for the further proceedings 
have not been set. 

In this case the Commission prescribed the relationship of 
rates on grain, cottonseed and peanut cake and meal, petroleum, 
packing house products, and many other commodities, as be- 
tween New Orleans and Galveston, for export, import, and coast- 
wise traffic, based on a finding of undue prejudice against Gal- 
veston and undue preference for New Orleans. 

The Oliver Chilled Plow Works has been permitted to inter- 
vene in No. 16226, and Sub. Nos. 1 and 2, Omaha Chamber of 
Commerce Traffic Bureau vs. Aberdeen and Rockfish et al., and 
No. 16913, Chamber of Commerce of Kansas City, Mo., et al. vs. 
Aberdeen and Rockfish et al. 

The American Cyanamid Company has been permitted to 
intervene in No. 16494, National Fertilizer Association vs. Ak- 
ron, Canton & Youngstown et al. 

The Board of Trade of Kansas City, Mo., has been permitted 
to intervene in No. 17222, Omaha Grain Exchange of Omaha, 
Neb., vs. Chicago, Burlington & Quincy et al.; No. 17265, Com- 
mercial Club of Fargo, N. D., et al. vs. Big Fork and Interna: 
tional Falls et al.; No. 17315, Farmers’ Grain Dealers’ Associa- 
tion of North Dakota et al. vs. Great Northern et al., and No. 
17399, Board of Railroad Commissioners of South Dakota vs. 
Chicago & North Western et al. 

The Commission has permitted the Chamber of Commerce 
of the City of Milwaukee to intervene in No. 17399, Board of 
Railroad Commissioners of South Dakota vs. Chicago & North 
Western et al. 

The Lexington Board of Commerce has been permitted to 
intervene in No. 17411, Kennett-Murray Live Stock Buying Or- 
ganization et al. vs. Akron, Canton & Youngstown et al. 
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The Indiana State Chamber of Commerce and the Oliver 
Chilled Plow Works have been permitted to intervene in No. 
17471, Roxana Petroleum Corporation vs. Cleveland, Cincinnati, 
Chicago & St. Louis et al. 

The Minneapolis Traffic Association and Southern Minne- 
sota Mills have been permitted to intervene in No. 17516, North 
Dakota Fair Freight Rate Association et al. vs. Baltimore & 
Ohio et al. 

The order entered in No. 14940, application of rates on cot- 
ton to Gulf ports, and No. 13991, Weatherford, Crump & Co. 
vs. Abilene & Southern et al., of June 23, 1925, which was by 
its terms made effective October 12, and by order of August 
31, so modified as to become effective December 12, is further 
modified so as to become effective February 12, 1926. 

The Commission has permitted the Griffin Coal Company, 
R. L. Allen Coal Company, Derby Grain Company, Lawrence Fuel 
Company, and Burgner-Bowman-Matthews Lumber Company to 
intervene in No. 17385, Albert Silk Coal Company et al. vs. 
Santa Fe et al. 

The Pine Bluff Chamber of Commerce has been permitted 
to intervene in No. 17433, Little Rock Chamber of Commerce 
et al. vs. Arkansas & Louisiana Missouri Railway et al. 

The Sterling Gasoline Corporation has been permitted to in- 
tervene in No. 16720, Emery, Bird, Thayer Dry Goods Company 
vs. Santa Fe et al. 

The H. V. Kell Company and Griffin Grocery Company have 
been permitted to intervene in No. 17283, Bradley and Woertz 
vs. Illinois Central Railroad Company et al. 

The Commission has permitted the Chicago Wool Associa- 
tion to intervene in No. 17384, Boston Wool Trade Association 
et al. vs. The Atchison, Topeka & Santa Fe Railway Company 
et al. 

The Commission has permitted the Armour Fertilizer 
Works to intervene in No. 17370, The Meridian Fertilizer Fac- 
tory vs. Atlantic Coast Line Railroad Company et al. 

The Missouri-Kansas-Texas Railroad Company has been per- 
mitted to intervene in Finance No. 5088—In the matter of the 
application of the Missouri Pacific Railroad Company under 
paragraphs (18) to (21), inclusive, of Section 1 of the Inter- 
state Commerce Act for a certificate of public convenience and 
necessity authorizing it to construct and operate a branch line 
of railroad from a point on its lines near Kincaid, Kansas, for 
a distance of 2.8 miles in a southerly direction to a point near 
Mildred, Kansas. 

The Texas, Panhandle & Gulf Finance Corporation has been 
permitted to intervene in Finance No. 3134, In the matter of the 
application of the Texas, Panhandle & Gulf Railroad Company 
for a certificate of public convenience and necessity authorizing 
it to construct a line of railroad. 


The Savannah Sugar Refining Corporation has been per- 
mitted to intervene in No. 17427, The American Sugar Refining 
Company vs. Atlantic Coast Lines Railroad Company et al. 

The Commission has permitted the Board of Railroad Com- 
missioners of the state of North Dakota to intervene in No. 
17451, Beatrice Creamery Company vs. Chicago, Milwaukee & 
St. Paul Railway Company et al. 

The Commission has permitted the Western Union Tele- 
graph Company to intervene in Valuation No. 633, In re valua- 
tion of the San Antonio and Aransas Pass Ry. Co. 

The Commission has denied the petition of defendants, dated 


. September 29, to vacate the order entered in No. 10804, Barnett 


Oil & Gas Company vs. Louisville & Nashville et al., under date 
of September 4. 


EXTENDS ANTHRACITE INQUIRY 


The Traffic World Washington Bureau 


The Commission, by means of supplemental orders Nos. 6 
and 7 in No. 15006, rates, charges, regulations and practices 
governing the transportation of anthracite coal, has broadened 
that case, seemingly with a view to extending its orders re- 
quiring low rates on soft coal to New England and the middle 
Atlantic states, so as to take in the anthracite coal from Pulaski, 
Va., and the high volatile splint coal of the Kanawha and Coal 
River districts of West Virginia. Some of that high volatile 
coal has been going into New England notwithstanding the fact 
that the combination rate on it, to Boston, is more than $7 4 
ton, while the rate on low volatile coal ordered in this case is 
only $5.58 (see Traffic World, October 31, p. 1009). 


Supplemental order No. 6, which, the Commission said, was 
issued upon petition and good cause shown, reopens the case for 
further hearing upon indicated issues. The other raises the 
question whether there should not be rates on anthracite from 
Virginia. Hearing is to be had upon the two phases of the 
subject at the rooms of the Merchants’ Association, New York, 
on November 12, with Commissioner Campbell and Examiner 
Koch presiding. The language of the supplemental order per- 
taining to rates from the Kanawha and Coal River fields, No. 6, 
defining the issues, is as follows: 


(1) That establishment of joint rates and through routes 
on high-volatile splint coal from Kanawha and Coal River districts 
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of West Virginia to points in the middle Atlantic and New England 
ates. 

* (2) The establishment of joint rates and through routes, where 
not required to be established by our order herein of July 22, 1925, 
on bituminous coal, semi-bituminous coal, or coke from points in the 
New River, Pocahontas, and Tug River districts of West Virginia, 
including points served by the Norfolk & Western Railway Company 
named and included in group No. 4 in Norfolk & Western Railway 
tariff I. C. C. No. 3006-B, to points in the middle Atlantic and New 
England states. 

(3) The establishment of additional or alternative through routes 
on bituminous coal, semi-bituminous coal, or coke from the points of 
origin ' ens in the foregoing paragraph (2) to points in New 

ngland. 
. ert is further ordered, That these issues be assigned for hearing 
jointly with the matters assigned for hearing in Supplemental Order 
No. 7 of this date, in the Merchants’ Association Rooms, 233 Broadway, 
New York, N. Y., on the 12th day of November, 1925, at 10 o’clock a. m., 
pefore Commissioner Campbell and Examiner Koch. 


The order bringing into issue anthracite rates from Virginia 
is as follows: 


Upon further consideration of the record in the above-entitled pro- 
ceeding, and of complaints of shortage of fuel needed for domestic 
and other uses in the states of Maine, New Hampshire, Vermont, 
Massachusetts, Rhode Island, Connecticut, New York, New Jersey, 
Pennsylvania, Delaware, and Maryland, and in the District of 

olumbia: 

. It is ordered, That the orders heretofore entered in the above- 
entitled proceeding on the 10th day of July, 1923, and the 6th day 
of November, 1923, be, and they are hereby, amended so as to include 
and provide for an investigation and inquiry by the Commission, on 
Its own motion, into and concerning the rates, charges, classifications, 
regulations, and practices of carriers by railroad, subject to the inter- 
state commerce act, engaged in the transportation of anthracite coal 
from points in the state of Virginia to points in the New England 
and Middle Atlantic states, with a view to making such orders as 
may be found appropriate or necessary. 

It is further ordered, That said proceedings, in so far as it relates 
to the matters and things referred to in the next preceding paragraph 
hereof, be, and it is hereby, assigned for hearing, jointly with the 
issues assigned for hearing in:Supplemental Order No. 6 of this date, 
in the Merchants’ Association Rooms, 233 Broadway, New York, N. Y., 
on the 12th day of November, 1925, at 10 o’clock a. m., before Com- 
missioner Campbell and Examiner Koch, and that copies of this order 
be served upon all parties of record. 


Petitions for an extension of the benefits of the Commis- 
sion’s decision in No. 15006, its anthracite investigation to the 
Kanawha and Coal River districts have been on file with the 
Commission since last August. They have been in the form of 
letters urging the Commission to make the extension on the 
record as made. The Kanawha Coal Operators’ Association, in 
a letter to Chairman Aitchison, August 22, said the combinations 
that would apply on the splint coal from those districts which 
were suitable for domestic use would be unjust, unreasonable 
and excessive. That association called attention to the fact that 
it had asked for rates from its shipping points at the original 
hearing into New England and the middle Atlantic states on 
whatever basis might be accorded to Ponchontas and New River. 

It called attention to the fact that, in the last period of coal 
shortage, coal had been imported from Wales and soft coal had 
been brought from fields as far away from the consuming points 
as were the Kanawha and Coal River districts, indicating by 
that declaration that distance could not be set up as a reason 
for denying rates now. It said that denial of joint rates would 
do the Kanawha and Coal River districts an irreparable injury. 
It asserted that, notwithstanding the high combinations, which 
it said the carriers had admitted were not suitable for such 
a thing as coal traffic, some Kanawha coal was going into New 
England. The association suggested rates via all the gateways. 

Opposition to the prayer of the Kanawha operators was 
shown by the Pittsburgh Coal Producers’ Association backed 
by the Somerset County Coal Operators’ Association. The 
former said the Kanawha field could not produce substitutes 
for anthracite that could not be obtained from nearer districts 
in Pennsylvania and northern West Virginia. They stood pat 
on the declarations of the Commission, made in the original 
report, that there were no requests for rates from the Kanawha 
field by the public authorities of the New England states and 
other states upon which the inconvenience and suffering pro- 
duced by the strike of the anthracite miners was expected to fall. 


COAL OPERATORS COMPLAIN 


The Trafic World Washington Bureau 


The first serious looking complaint about car service, or the 
lack of it, in relation to the supply of cars for coal loading, was 
made to the car service division of the American Railway Asso- 
ciation, November 4. A delegation of operators from the Hazard 
field, in Kentucky, on the Louisville & Nashville, complained to 
the division that the railroad serving them was not furnishing 
cars as they were needed and suggested that the Louisville & 
Nashville was not doing all it should to bring cars back to it. 
The car service division promised to do whatever was necessary 
to correct any faults there might be in the situation due either 
to the Louisville & Nashville or its connections. The members 
of the delegation also talked with W. P. Bartel, director of the 
Commission’s bureau of service. The Commission has been hav- 
ing the hearty co-operation of the car service division of the 
Tailway association. Its policy is to look to the railroad organ- 
ization for the straightening out of kinks and taking no part in 
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the actual distribution of cars, except and unless the railroads 
are unable to do what is necessary in the moving of cars. 

Making of the complaint caused great surprise because the 
weekly reports showed that the Louisville & Nashville for weeks 
had been moving a greater volume of coal than even in 1922, the 
year when the whole country was dependent for its supply of 
fuel upon the non-union mines, a large majority of which is lo- 
cated on railroads south of the Ohio and Potomac rivers. For 
that reason the inclination was to regard the complaint as one 
covering a local situation and not one covering the whole of the 
Louisville & Nashville. 

Railroads serving the mines south of the Ohio and Potomac 
rivers have or are about to make arrangements for obtaining 
coal cars from the hard coal carrying and New England roads. 
The Chesapeake & Ohio, at the time this was written had made 
arrangements to obtain 6,000 northern coal cars and inquiries 
looking to similar arrangements on the part of other carriers 
were under way at the time. The production of soft coal, in the 
week before the complaint against the Louisville & Nashville 
was made, went over 12,000,000 tons. The country, as it has 
been operating in the last two or three years, has not needed 
coal at any such rate of production. There has been no serious 
complaint of any lack of speed on the part of railroads not mov- 
ing the cars away from the loading tipples. 

There have been allegations that large quantities of both 
hard and soft coal were being held on tracks for weeks at a 
time, the insinuation being that operators and wholesalers were 
not averse to help creating the impression that there was a real 
shortage of coal, when, as a matter of fact, current production 
was more than enough to supply the country, fro mthe soft coal 
fields alone. 

The Commission has the power to inquire into allegations 
of coal car detention. It, however, has only a small force of in- 
spectors in the car service bureau and much of the force is and 
has been engaged in work of other sorts. The Commission, by 
service orders, could order the railroads to move cars but it has 
no power to get coal out of the hands of either operators or 
wholesalers, who may have loaded cars standing on tracks short 
of destination. It can, however, inquire about cars to determine 
why they have not been set for loading and to ascertain if the 
cars are being held on order of shippers and therefore subject to 
demurrage, under the constructive placement rule. Demurrage, 
however, in times of real shortage, it has been found, is not a 
deterrent. In fact, it seems to play into the hands of such as 
may be trying to enhance prices. 

Exercise by the railroads of their right to unload would not 
help in such a situation. Unloading coal along the right of way 
of a railroad far from points of distribution and consumption 
would be an aid to owners desiring, artificially, to raise prices. 


PETITIONS FOR REHEARING, ETC. 


The defendants in No. 15027, Peyton Packing Company et 
al. vs. Arizona Eastern et al., have petitioned for rehearing in 
order to correct certain mileages. 

The Virginian, defendant in No. 14454, Wyoming Coal Com- 
pany et al. vs. Virginian et al., and No. 13832, Gulf Coal Com- 
pany vs. Same, has petitioned the Commission to reopen the 
above-entitled proceedings for further consideration in the light 
of the facts and conditions that have developed since the order 
of the Commission herein was entered. 

A supplemental petition in Finance No. 3644, recovery and 
payment of excess net railway operating income of Brooklyn 
Eastern District Terminal, under section 15-a, for the period 
ended December 1, 1920, for further hearing and argument, has 
been filed by the Brooklyn Eastern District Terminal. 

The Vicksburg, Shreveport & Pacific has petitioned the 
Commission to reopen and reconsider Finance Docket No. 866, 
guaranty settlement with Vicksburg, Shreveport & Pacific Rail- 
way; that it assign the matter for hearing for the purpose of 
taking proof by the petitioner in support of its claim; that it 
permit briefs to be filed and allow oral argument before the full 
Commission, and to modify the findings of division 4. 

The Fort Worth Freight Bureau, Fort Worth Chamber of 
Commerce, East Texas Chamber of Commerce, Dallas Chamber 
of Commerce, Atlanta Chamber of Commerce, Hempstead Cham- 
ber of Commerce, Nacogdoches Chamber of Commerce, Long- 
view Chamber of Commerce, Jacksonville Chamber of Commerce, 
Palestine Chamber of Commerce, Tyler Chamber of Commerce, 
Athens Chamber of Commerce, Corsicana Chamber of Commerce, 
Terrell Chamber of Commerce, Mexia Chamber of Commerce, 
Mt. Pleasant Chamber of Commerce, Clarksville Chamber of 
Commerce, St. Augustine Chamber of Commerce, Pittsburg 
Chamber of Commerce, Carthage Chamber of Commerce and 
Greenville Chamber of Commerce have petitioned the Commis- 
sion for leave to intervene in No. 14404, Atlas Metal Works et 
al. vs. Akron, Canton & Youngstown et al., and moved to consol- 
idate with the pending Consolidated Southwestern Cases, No. 
13535 et al., and for argument in support of said motion. 

Anderson Clayton & Co., Alexander Sprunt & Son, Inc., 
Weatherford, Crump & Co., Houston Compress Co., Ship Chan- 
nel Compress Co., Inc., and Turning Basin Compress Co., have 
petitioned the Commission to vacate its order in No. 13991, 
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Weatherford, Crump & Co. vs. Abilene & Southern et al., and 
No. 14940, Application of rates on cotton to Gulf ports under date 
of June 23, 1925, and to reopen the proceedings for the purpose 
of making further and more complete investigation and for the 
purpose of further hearings. 

The Western Newspaper Union, Midwestern Paper Co., Car- 
penter Paper Co., Brinn & Jensen Co., World Publishing Co., N. 
B. Updike and Nonpareil Co., have petitioned the Commission in 
No. 14072, Western Newspaper Union et al. vs. Santa Fe et al., 
for reopening and reconsideration of the above-entitled proceed- 
ing and reargument before the Commission. 

The Houston Cotton Exchange and Board of Trade and the 
Chamber of Commerce of Houston, Texas, have petitioned the 
Commission for reopening for purposes of making further invest- 
igation and granting further hearing and argument in No. 13991, 
Weatherford Crump & Co. vs. Abilene & Southern et al., and No. 
14940, Application of Rates on Cotton to Gulf Ports. 

The complainant in No. 14444, Wash-co Alfalfa Milling Com- 
pany and L, W. Rice, Trustee in Bankruptcy for Wash-co Alfalfa 
Milling Company vs. Director-General, as Agent, has petitioned 
the Commission for reopening and reconsideration. 

The defendants in No. 14451, Procter and Gamble Distribut- 
ing Company et al. vs. St. Louis-San Francisco et al., have peti- 
tioned the Commission for further modification of orders entered 
in the above-entitled proceeding on August 12, 1925, in so far as 
they relate to lard, lard substitutes and vegetable cooking oils. 


UNCONTESTED FINANCE CASES 


The Baltimore & Ohio has been authorized to issue and 
pledge for short term notes, $6,125,000 of 6 per cent refunding 
and general mortgage bonds. The bonds will be issued in re- 
fundment of underlying bonds at maturity. The carrier also 
was authorized to issue $6,125,000 of Pittsburgh, Lake Erie & 
West Virginia system refunding mortgage 4 per cent bonds and 
to pledge them with the trustee of the Baltimore& Ohio refund- 
ing and general mortgage, and to pledge $6,125,280 of Pittsburgh 
Junction & Middle Division first mortgage 3% per cent bonds 
with the trustee of the Pittsburgh, Lake Erie & West Virginia 
refunding mortgage. 

The application of the Texas & Pacific, the Kansas City 
Southern, and the Kansas City, Shreveport & Gulf to construct 
and operate lines in Caddo parish, La., has been approved by the 
Commission. 

In a supplemental report and order, the New York Central 
has been authorized to acquire control, by lease, of the lines of 
railroad of the Hudson River Connecting Railroad Corporation 
and of the franchises and facilities appurtenant thereto, for a 
period of one year from November 14, 1925. 

The Minneapolis & St. Louis has been authorized to issue 
$400,000 of 6 per cent receiver’s certificates to refund certificates 
of a like amount. 

The Toledo, Angola & Western has been authorized to issue 
3,000 shares of no par common capital stock and $300,000 
of first mortgage 6 per cent bonds. 

The Monroe & Texas has been authorized to abandon, as to 
interstate and foreign commerce, its line of railroad from Alpena 
to Lenwil, La., extending from a connection with the V. S. & P. 
at Alpena to Lenwil, a distance of 2.51 miles. 

The St. Louis Southwestern has been authorized to procure 
authentication and delivery to it of $1,064,500 of first terminal 
and unifying mortgage bonds. 


SUSPENDED TARIFFS 


In I. and S. No. 2539, the Commission has suspended from 
November 1 until March 1, schedules as published in the fol- 
lowing tariffs, Boyd: Supplement No. 79 to I. C. C. No. A-797; 
supplements Nos. 32 and 33 to I. C. C. No. A-1468; supplements 
Nos. 28 and 29 to I. C. C. No. A-1498. The suspended schedules 
propose to increase rates on grain and grain products, carloads, 
from certain points in Iowa and South Dakota to Colorado and 
Utah destinations. The following, applicable on coarse grain, is 
illustrative: 


From Hawarden, Ia., to Denver, Colo., present 33; proposed 43; 
from Elk Point, S. D., to Denver, Colo., present 33; proposed 41%. 


In I. and S. No. 2540, the Commission has suspended from 
November 1 until March 1 schedules as published in supple- 
ments No. 5 and 6 to Southern Pacific Company (Southern Pa- 
cific Steamship Lines), “Morgan Line” I. C. C. No. 167-S.S. The 
suspended schedules propose to cancel less-than-carload com- 
modity rates on rice and rice products from New Orleans, La., 
to points in Atlantic Seaboard territory and apply class rates in 
lieu thereof. This action would result in increases and reduc- 
tions in rates. The following is illustrative: 


Clean rice and brewers’ rice, from New Orleans, La., to New 


York, N. Y., present 48; proposed 57; to Baltimore, Md., present 78; 
proposed 65. 


In I. and S. No. 2542, the Commission has suspended from 
November 5, until March 5, schedules as published in supple- 
ment No. 2 to Chicago, Milwaukee and St. Paul I. C. C. No. 
B-5038. The suspended schedules propose to cancel the pres- 
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ent commodity rates on concrete roofing slabs, carloads, from 
Chicago, Ill., group points and Terre Haute, Ind., to destinations 
in Central Freight Association territory which would result in 
the application of higher class rates in lieu thereof. The fol- 
lowing, in cents per ton of 2,000 pounds, is illustrative: 


From Chicago, Ill. 


To— Present Proposed 
I I doting 6 xcics dns, eacmarm ermal eueretee melee 210 *290 
a a A Tid Galvdicak alla ATW arte 6) ete Wr RO Ong haa 300 *350 
I MUNN 5. :.07161.6.4: Snafu s dseeveie ecetare: Viki eietewialars 270 *350 


* 75 per cent of 6th class rate. 


In I. and S. No. 2541 the Commission has suspended from 
November 7 until March 7 schedules as published in Jones’ 
I. C. C. No. 1686. The suspended schedules propose to increase 
the rental charges for the use of live poultry cars from Minne- 
apolis and St. Paul, Minn., to Chicago, Ill., and also to increase 
the scale of distance rates applicable for such charges from 
and to various points in Western Trunk Line territory for 
distances of 400 miles and less. The following is illustrative: 


Present Proposed 
From Minneapolis, Minn., to Chicago, IIll...... $31.50 $32.50 
From St. Paul, Minn., to Chicago, Il.......... $31.50 $32.50 


In I. and S. No. 2538, the Commission has suspended from 
October 31 until February 28 schedules as published in joint 
supplement No. 5 to Leland’s I. C. C. No. 1765 and Speiden’s 
I. C. C. No. 906. The suspended schedules propose to in- 
crease commodity rates applicable on less-carload shipments of 
cotton factory products from various Southern points to Davis, 
Shreveport and Thomastown, La. The following is illustrative: 


From Demopolis, Ala., to Shreveport, La., present 92%4; proposed, 
commodity rates, 126. From Athens, Ga., to Shreveport, La., present 
109; proposed, third class rates, 135. 


FINANCE APPLICATIONS 


The Maryland & Delaware Coast Railway Company has ap- 
plied to the Commission for an order authorizing it to pledge 
part of an issue of $300,000 of bonds heretofore authorized by the 
Commission. The company said it had sold about $189,000 of 
the bonds and desired to pledge the rest for funds to meet float- 
ing indebtedness. 

The Montour Railroad Company has applied for authority to 
issue $500,000 of equipment trust gold bonds in connection with 
purchase of 500 all-steel hopper cars at a total cost of $770,000. 
The certificates will be sold to the Standard Steel Car Company 
of Pittsburgh at par. 





FINAL VALUATION REPORTS 


The Commission, in valuation docket No. 269, opinion No. 
B-97, 103 I. C. C, 244-51, has found the final value, for rate-making 
purposes, of the property of the Durham Union Station Company, 
owned and used for common-carrier purposes, as of June 30, 
1916, be $111,044, and $58,615 of the property used but not 
owned. 

In Valuation Docket No. 286, Carrollton & Worthville Rail- 
road Company, opinion B-95, 103 I. C. C. 220-231, the Commission 
has found the final value, for rate-making purposes, of the car- 
rier’s owned and used property, to be $100,000 as of June 30, 
1917. The tentative valuation of the property was not protested. 
The carrier owns and operates a line extending from Worthville 
to Carrollton, Ky., a distance of approximately 9 miles. 


TENTATIVE VALUATION REPORTS 
Alabama, Florida & Gulf Railroad Company, as of June 30, 
1918, $195,810. 
Cache Valley Railroad Company, of Arkansas, as of June 
30, 1917, total owned, $60,256; total used, $73,227. 


NO HEARING IN I. & S. 2532 

The respondent carriers did not appear at the hearing in 
I. & S. 2532, involving schedules publishing increases on butter, 
eggs, and dressed poultry between points in Western Trunk 
Line Territory, moving L. C. L., set before Examiner Jewell at 
Chicago, November, 3. After waiting for some time, C. R. Hillyer, 
counsel for protestant, said he wanted to clear up a point in the 
statement of the issues. He said L. C. L. rates were referred to 
and in the movement involved there were L. C. L. shipments to 
concentration points from where the movement was on carload 
rates. He said there was a reclaim of poultry shippers for the local 
rate which was paid by the commission merchants. It was clear, 
therefore, he said, that the increase of the L. C. L. local rates was 
important to poultry buyers who afterward shipped carload. He 
said further that tariffs under suspension made a charge of $43 
a car for concentration service, whereas, the railroads had stated 
several times in the past that the service was already covered 
in the rate. 

Examiner Jewell said the record would show no appearance 


on behalf of the respondents and the protestant was then 
excused. 
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RATE STRUCTURE INVESTIGATION 


Cross-examination of railroad witnesses was completed and 
indication was given of how the railroads intended to seek in- 
creases in rates beyond the 5 per cent increase asked as an 
emergency measure, at the continued hearing in Chicago of 
Docket 17000 and Ex Parte 87, October 30. R. N. Van Doren, 
at the close of the afternoon session, announced that the car- 
riers intended to file what he called a supplemental petition in 
which the Commission would be told the carriers’ views with 
respect to a readjustmnet of the class rate structure in Western 
Trunk Line Territory. He said the roads did not want this 
move, however, in any way to hold up the decision of the Com- 
mission in Ex Parte 87. He said a decision was desired in this 
case as soon as possible and then the evidence should be con- 
sidered in whatever action was taken on the supplemental peti- 
tion. 

The matter of readjusting western class rates has hereto- 
fore been handled cooperatively by the traffic officers of the 
western roads and a steering committee of shippers in Western 
Trunk Line Territory, with W. V. Hardie, traffic director of the 
Commission, acting as a sort of unofficial arbitrator. When 
Mr. Van Doren made his announcement, Herman Mueller, of 
St. Paul, a member of the shippers’ steering committee, asked 
if this move On the part of the carriers indicated that the rail- 
roads had broken off negotiations with the shippers. Mr. Van 
Doren said it was considered that those negotiations were con- 
cluded. Mr. Mueller said the shippers had not looked at it that 
way. Chairman Aitchison said that, as he understood the mat- 
ter, hearings in the present investigation would go along as 
announced. 

The cross-examination of Fred W. Sargent, president of the 
Cc. & N. W., was continued at the opening of the day’s hearing 
by John E. Benton. He was asked as to the history of the 
change in the carriers’ request from 11 to 5 per cent. Mr. 
Sargent said there was a meeting in St. Paul in the office of 
President Donnelly, of the Northern Pacific, where it first 
developed that the roads would need an increase of 11 per cent 
in order to earn a return of 5% per cent. Following that, Mr. 
Sargent said, he was informed by his traffic officers that there 
was to be a meeting at which it would be voted by traffic offi- 
icals whether or not each road would stick to the 11 per cent 
request or recede to 5 per cent. Each traffic officer was to be 
instructed by his executive. Mr. Sargent said he told Vice- 
president A. C. Johnson, of his road, to vote to hold to the 11 
per cent increase. He said it developed later that three roads 
were opposed to the recession from 11 per cent, but that the 
rest were in favor of asking 5 per cent; because it was thought 
that it could be obtained with less difficulty. 

Mr. Benton asked him if he still thought the roads ought 
to have a 11 per cent increase, and Mr. Sargent said that, 
based on the law and on fair treatment, the roads should have 
that much. Mr. Benton wanted to know whether that was so 
even if other industries were crippled, but the witness replied 
that other industries were not in that condition. 

He was asked about dividends paid on stock of the North- 
western and whether the present dividend of 4 per cent on 
common stock was to be increased and to how much, if the in- 
crease in rates were granted. Mr. Sargent said he hoped that 
the common stock dividend could be raised to 6 or 7 per cent. 
He was asked as to a statement of his quoted in a newspaper 
to the effect that there was no doubt as to the C. & N. W. com- 
mon stock dividend being continued, and he said the quotation 
was substantially correct. 


Mr. Benton began to ask questions as to the witness’ 
opinion of the Potter plan, but did not get far before the chair- 
man ruled that Mr. Sargent might answer as to the basis of his 
reasons for being opposed to the plan, but could not develop 
them by argument. Questions along this line did not get very 
far before President Sargent asked a question of his cross- 
examiner. 

President Sargent: “Are you, representing state commis- 
sions, in favor of the Potter plan?” 

Mr. Benton: “Are you under the impression that I am on 
the witness stand?” 

President Sargent: “Well, from your questions .. .” 
- Chairman Aitchison: “Now, we’ll have to stop that right 

ere.” 

Charles Elmquist asked Mr. Sargent what the interest rates 
were on C. & N. W. bonds coming due next year and was told 
3% and 4 per cent. Mr. Elmquist asked why the per ton mile 
earnings on the Great Northern in territory where it traveled 
through the same district and under the same conditions as 
the Northwestern were lower than those on the Northwestern. 
Mr. Sargent said he supposed it was due to the difference in 
length of haul and different kinds of traffic carried. 

C. R. Hillyer, for the Wisconsin Traffic Association, asked 
questions to determine Mr. Sargent’s view of the intrastate rate 
level in the western district compared with the interstate level. 
Mr. Sargent said he believed there were several states where 
the intrastate level was appreciably below the interstate rates. 
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Mr. Hillyer wanted to know why roads had delayed filing sec- 
tion 13 applications before the various state commissions, for 
bringing up those state rates would net the carriers a consid- 
erable sum. Mr. Sargent said the intrastate revenue was not 
a large part of the carriers’ total revenue. Mr. Hillyer said 
the sum to be derived from raising intrastate rates would run 
well up into the millions. 


Spens Cross-Examined 


Conrad Spens, vice-president of the Burlington, was put on 
the stand for cross-examination, following Mr. Sargent. He had 
testified to the specific increases asked by the carriers. Mr. 
Hogueland, for the Kansas commission, reminded the witness 
that he had said that, in levying the specific increases, the in- 
tention of the carriers was not to exceed 5 per cent. Mr. Spens 
said his answer had been made generally to that effect, but 
it was not possible always to get results in applying increases 
in cents per hundred pounds that amounted to exactly 5 per 
cent. Some increases would be a little more and some a little 
less, he said. 

Mr. Hogueland asked why the exceptions to the straight 
percentage increase had been made and Mr. Spens said it was 
thought that such a method would be more satisfactory to all 
concerned. Then, after developing that there had been a de- 
cline in passenger train miles on the Burlington, Mr. Hogueland 
asked if the road suffered from competition with busses. Mr. 
Spens said it did, but that it suffered more, he thought, from 
the competition of the privately owned automobile. He said 
such a condition might be gradually changing, however, as a 
great deal more competition was expetced to come from the bus. 
He was asked if the Burlington was making any effort to re- 
cover lost passenger traffic and he said it was—that it was 
starting a bus line in Colorado. 

Mr. Spens said he did not want to leave the impression, 
however, that the busses did not hurt the road. He illustrated 
by referring to a bus line started between Monmouth, IIl., and 
Burlington, Ia. In 1924, he said, the road sold 1,400 tickets to 
Burlington from Monmouth. This year, since the bus line had 
been in operation, the number of tickets sold dropped to 250. 

He was asked about truck competition and whether any- 
thing was being done to recover business lost to the trucks. 
He said that in some places, the short haul L. C. L. traffic was 
not netting the railroad anything, because the trucks had taken 
the pick of the traffic and left the cheaper traffic to the railroad. 
He said he did not know what the roads could do about truck 
competition unless they bought and operated trucks themselves. 


H. E. Bryam on Stand 


H. E. Bryam, receiver, C. M. & St. P., was next put on the 
stand. He was asked by J. M. Teal if he had not testified earlier 
in the hearing as to the serious need of the roads for an in- 
crease in rates. He said he had and the record spoke for itself. 
Then Mr. Teal showed him the engineers’ report—a part of the 
Kuhn, Loeb reorganization plan—in which the statement was 
made that the Milwaukee would be earning $30,000,000 by 1930 
and $39,000,000 by 1935. Mr. Teal said the’ figures indicated 
that the revenue prophesied was to be gained without any rate 
increase. He asked the witness if he had not signed that report. 

Mr. Davis, counsel for the Milwaukee, objected to the ques- 
tion, but Chairman Aitchison said Mr. Teal was attempting to 
establish a counter fact to what was given in Mr. Bryam’s direct 
testimony and that the question might be answered. Mr. Bryam 
looked at the report and admitted that it was signed by him. 

Mr. Elmquist asked Mr. Bryam if he intended to put in any 
more about the Potter plan and the witness said he did not 
intend to; the Milwaukee would rest on what was already in 
the record. 

Stanley Johnson, vice-president of the Rock Island, was the 
last of the railroad witnesses on the stand, with the exception 
of A. F. Cleveland, assistant general freight agent of the C. & 
N. W., who went on to furnish information on several points 
that Mr. Sargent could not answer. Mr. Johnson was asked 
if certain changes made in the application of the increases on 
rates from the southwest—that is, the application of the in- 
crease to local rates instead of to proportional rates—as first 
announced, would not result in giving the roads more revenue 
than the first increase contemplated. Mr. Johnson said it would 
give them slightly more. He was also asked whether he would 
advocate rates that would be discriminatory against any section 
of the country and answered that he would not do so knowingly. 

F. S. Jackson, for the American Farm Bureau Federation, 
wanted to know whether Mr. Johnson had compiled any figures 
to show what commodities were suffering from the depression 
pointed out in the Hoch-Smith resolution and on which rates 
might be reduced. Mr. Johnson said he had not and that he 
recognized no depression. He was asked if the request for a 
5 per cent increase was all that the carriers had to offer on the 
Hoch-Smith phase of the present investigation and he said it 
was. 

Motions to Dismiss Case 


With the completion of Mr. Johnson’s cross-examination, 
John E. Benton said that, on behalf of the state commissions, 
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he wanted to make a motion to dismiss the case as to Ex Parte 
87. He said he would like to have a hearing on the motion 
when the Commission saw fit, but he did not want to interrupt 


further hearings in the ‘present investigation. The chairman 
said his motion would be noted. 


The chairman said there was some shippers’ testimony to be 


put in at the present hearing and that it would be heard, begin- 
ning October 31. 


The motion made by Mr. Benton was as follows: 


On behalf of the public affected, the undersigned state commis- 
sions, regulatory boards, attorneys general, commerce counsel and 
special counsel make this motion upon the grounds stated herein. 

1. Said Ex Parte 87 was instituted upon the carriers’ petition, 
and the burden of showing the justice, reasonableness and lawful- 
ness of the rate advances proposed rests upon them. They have been 
fully heard; but upon all the evidence presented and under the laws 
enacted by Congress, such advances cannot properly be granted in 
said proceeding at this time. 

. No straight percentage increase, or other general increase of 
freight rates, in the territory affected by said proceeding can law- 
fully be made in advance of such action as the Commission will take 
under the so-called Hoch-Smith resolution, approved January 30, 1925. 

Said resolution commands the Commission to “make a thorough 
investigation of the rate structure of common carriers * * * to 
determine to what extent and in what manner existing rates may be 
unjust, unreasonable, unjustly discriminatory or unduly preferential 
* * * and to make in accordance with law such changes, adjust- 
ments and redistribution of rates and charges as may be found neces- 
sary to remedy any defects so found to exist.”’ 

Said resolution further commands the Commission ‘‘to effect 
with the least practicable delay such lawful changes in the rate struc- 
ture of the country as will promote the freedom of movement of 
products of agriculture * * * including live stock, at the lowest 
possible lawful rates compatible with the maintenance of adequate 
transportation service.” 

Said resolution further empowers and directs the Commission to 
make its orders thereunder “from time to time and as expeditiously 
as possible.” 

In conformity with the legislative mandate, the Commission in- 
stituted I. C. C. No. 17000 and was proceeding to the performance of 
its duty under the law when the carriers’ petition was filed. What- 
ever neg rates are too high or too low will, accordingly, in that 
proceeding be expeditiously so found and placed upon a just and 
reasonable basis. When all rates are upon that basis the carriers 
will be receiving all they are lawfully entitled to receive. 

The terms of the Hoch-Smith resolution, and the discussion there- 
of in Congress while it was in course of adoption, clearly show that 
the purpose of Congress was to require the removal of an undue rate 
burden believed to be resting upon the products of agriculture, and 
to remedy other inequalities and discriminations in rates believed to 
have been created or enhanced by straight percentage advances in 
rates made or authorized during and since federal control. The 
effect of the resolution was to command the Commission to remedy 
the discriminations and remove the undue burdens that had been 
caused or enhanced by those percentage advances, and to place all 
rates on a just and reasonable basis, where they will yield in the 


ae sufficient revenues to maintain an adequate transportation 
service. 


The Commission was and is proceeding in No. 17000 to the per- 
formance of that duty, in accordance with the Congressional man- 
date of utmost possible expedition. No representation of carriers of 
inadequacy of revenues derived from rates can impose a greater duty 
of expedition as to their revision than had been before imposed by 
the clear terms of the resolution of Congress. The petition of the 
carriers and the presentation which they have made in said Ex Parte 
87 are plainly designed to defeat said Hoch-Smith resolution, for 
they seek to displace the proceeding instituted thereunder by a pro- 
ceeding instituted upon their petition, and, notwithstanding said 
resolution, to procure another straight percentage advance in rates 
generally, which would enhance existing undue burdens and unjust 


discriminations, ordered by said resolution removed with the utmost 
possible expedition. 


All evidence thus far taken in said Ex Parte 87 having been also 
taken in said No. 17000, and the Commission, by the laws of Con- 
gress, having been expressly empowered and commanded in said No. 
17000 to place all rates upon a just, reasonable and lawful basis, 
motion is made that said Ex Parte 87 be dismissed. 


Another motion to dismiss Ex Parte 87 was made by F. S. 
Jackson, for the American Farm Bureau Federation, who said 
he represented 1,000,000 farmers, at the concluding session of 
the Chicago hearing in Docket 17000 and Ex Parte 87, October 
31. The motion was to the effect that the carriers’ petition was 
filed under section 15 A and assumed that the duty of the 
Commission was to establish freight rates and charges on 
agricultural products as well as on other commodities that 
would yield the carriers 5% per cent, but that the joint resolu- 
tion of Congress, known as the Hoch-Smith resolution, had the 
force of law and operated to repeal all parts of section 15 A 
as to rates and charges on agricultural products and livestock. 
The motion declared that the Hoch-Smith resolution consti- 
tuted a legislative finding that a depression existed in agricul- 
tural products and livestock and that the finding would exist 
until the Commission reported to Congress. Also, the motion 
declared that the Hoch-Smith resolution resulted in the exist- 
ing rates being made maximum rates and that they could not 
be increased without the Commission finding them unconsti- 
tutional, void, or confiscatory. 

Following the filing of Mr. Jackson’s motion, what shipper 
testimony was ready was entered. This was brief on the part 
of each of the witnesses appearing. 

Henry Curtis, president of the Michigan Potato Exchange, 
testified as to the condition of potato production in the upper 
peninsula of Michigan, where, he said, the farmers were grow- 
ing smaller amounts of potatoes each year. He said that, in 
1920, the total number of carloads shipped from Michigan was 
12,809, which increased to 19,380 in 1924. In 1920, the potatoes 
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shipped from the upper peninsula amounted to 660 carloads and 
in 1924 this number had increased only 12 carlaods. He said 
any further increase in the freight rates would tend to eliminate 
that area from the production field almost entirely. 

A. P. Mills, traffic manager of the Michigan State Farm 
Bureau, said the farmers in the upper peninsula objected to 
any increase in freight rates, especially those on products that 
the farmer considered his cash crops, or hay and potatoes in 
the upper peninsula. He said the rates on potatoes from Mich- 
igan origin points to Detroit exceeded the fifth class rate by 
from 3 to 8% cents a hundred, whereas, from points in Minne. 
sota and Wisconsin, the rates were from 5 to 14 cents less than 
the fifth class rate. This indicated, he said, that the competi- 
tion which the upper peninsula met under the present adjust- 
ment of rates was severe enough without putting on the pro- 
ducers there the additional burden of a rate increase. 

J. T. Horner, professor of economics, Michigan State Agri- 
cultural College, gave testimony intended to controvert the 
railroads’ witness, Dr. David Friday. Professor Horner said 
that the price index used by Dr. Friday meant nothing because 
it was an index for all commodities taken together and the 
farmer did not purchase all commodities; he bought building 
material, food, and clothes, the commodity index of which might 
be well above the all commodity level. He said the index on 
building material, for instance, was 182.9 and for house fur- 
nishings 172.8, whereas the all commodity index figure given 
by Dr. Friday was 141.3. 

E. P. Miller, commission merchant and potato broker, Chi- 
cago, testified that the freight rates on potatoes determined 
the limits of his market. He said the rates determined, for 
instance, how far into Wisconsin he could ship potatoes from 
Idaho. He said an increase in rates would leave him unable 
to carry on the potato trade from the west to points east 
and south by way of Chicago. He said freight rates should 
undergo a revision downward. 

Railroad counsel, for the most part, did not cross examine 
the witnesses, but Kenneth Burgess developed, by questioning 
Mr. Miller, that the prices received for potatoes had risen 
enormously compared with a year ago. The witness said that 
this was due, in part, to a car shortage at the present time. 

Wallace B. Clore, manager of the American Fruit and 
Vegetable Growers, of Illinois, Edward C. Schweger, produce 
merchant who specializes, he said, in cabbage shipments, and 
A. W. Lorch, representing the Commission house of his name, 
specializing in onion shipments, said that they subscribed to 
preceding testimony in so far as it went toward establishing 
the fact that a rate increase was opposed. Generally, they 


testified that an increase would limit the area in which they 
could do business. 


R. N. Van Doren, attorney for the railroads, said there 
would be a limited amount of testimony on behalf of the roads 
at the Kansas City hearing but, for the most part, the railroad 
witnesses to appear there would be for the purpose of standing 
cross examination. He said that Vice-President Fritch, of the 
Rock Island, who was in Europe at present, would be available 
for cross examination at Kansas City. It was indicated that 
the case on behalf of the state commissions would be put in 
at the Kansas City hearing, beginning January 4. 


After the announcements and the testimony given in the 
extended morning session, Chairman Aitchison called attention 


to the itinerary of hearings and then adjourned until the 
hearing at Denver, November 9. 


CONDITION OF EQUIPMENT 


“Despite the fact that the number of cars loaded with rev- 
enue freight has been greater so far this year than for any cor- 
responding period on record, fewer freight cars were in need of 
repair on October 15 than at any time since March, 1924,” says 
the car service division of the American Railway Association. 

“The number in need of repair on October 15 was 174,206 or 
7.5 per cent of the number on line. This was a decrease of 5,365 
under the number on October 1 and 23,020 cars under the num- 
ber in need of repair on October 15 last year, at which time there 
were 197,226 or 8.5 per cent. 

“Freight cars in need of heavy repair on October 15 totaled 
135,782 or 5.8 per cent, a decrease of 3,769 compared with Octo- 
ber 1. Freight cars in need of light repair totaled 38,424, or 1.7 
per cent, a decrease of 1,596 compared with October 1.” 

Locomotives in need of repair on October 15 totaled 10,922 
or 17.1 per cent of the number on line, according to the car 
service division of the American Railway Association. This 
was an increase of 279 compared with October 1 when there 
were 10,643 or 16.7 per cent, but a decrease of 917 compared 
with the number in need of repair on October 15, last year. Of 
the total number in need of repair on October 15th, 5,753, or nine 
per cent, were in need of classified repairs, an increase of 201 
compared with October 1 this year, while 5,169, or 8.1 per cent, 
were in need of running repairs, an increase of 78 locomotives 
within the same period. Class I railroads had 4,821 serviceable 
locomotives in storage on October 15, a decrease of 516 compared 
with the number of such locomotives on October 1. 
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What Can Be Done for the Merchant Marine? 


Second of a Series of Four Articles on Present Transportation Problems, Written for The Traffic 
World, By G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


The policy of the federal government toward the American 
merchant marine is badly in need of thorough revision, if a 
marine is to be built up on a firm basis. 


We have a huge tonnage of 17,000,000 q. r. t. in the overseas, 
coastwise, intercoastal, Great Lakes, and river trades, of which 
6,000,000 q. r. t. are owned by the U. S. Shipping Board. Over 
half of the Shipping Board vessels are tied up idle for want of 
cargo: More than 2,000,000 tons are unfit for service and are 
destined ultimately to be scrapped or destroyed. 


The first problem of the American merchant marine is the 
disposal of the government owner tonnage so as to relieve the 
shipping business of the excessive amount of idle and useless 
tonnage and get the United States out of active competition with 
private steamship operators. The part of the idle government- 
owned tonnage that is potentially fit for service is a constant 
threat to private owners of vessel tonnage. 


Several million tons of the smaller, slower, war-time built 
freighters of the so-called lake type, 3,000 to 4,000 deadweight 
tons carrying capacity, should be sold for use in the coastwise 
or lake trades or scrapped as junk forthwith. Any reasonable 
offer should be accepted, for the expense of keeping the vessels 
tied up out of commission is a clear loss with little hope of 
realizing a price for the vessels in the long run that would 
offset the expense of keeping the capital tied up in the idle ships. 


The government’s active vessels in foreign line services 
should be sold at reasonable prices and on favorable terms to 
American operators. Competitive bids should be asked for the 
active vessels and the best offers that guarantee the operation 
of the vessels in regular overseas service should be accepted 
without regard to the original cost of the vessels. The present 
net cost to the government of operating Shipping Board vessels 
is about $50,000,000 a year, which must be met out of the pro- 
ceeds of taxation. If these vessels were disposed of to American 
steamship operators, the government would be relieved of this 
operating deficit and the capital investment of the government 
would be transferred, at a reasonable discount, to private 
owners. 


Subvention for Selected Lines 


A definite program of subventions must be instituted to en- 
courage the establishment by private operators of lines between 
the leading American ports and the foremost ports of the nations 
of the world with which we carry on a regular export and import 
trade. These subventions should be liberal and assured for a 
period of time sufficient to enable the establishment of the lines 
on a sound basis. It takes time to establish a steamship line in 
competition with strong foreign lines and the first few years are 
the crucial ones. 


Mail contracts should be given to these lines and to other 
American lines that are sufficiently remunerative to encourage 
the development of regular fast line service for passengers and 
package freight between American ports and the important ports 
of Europe, South America and Asia. 


The value of the American merchant marine as a military 
and naval auxiliary needs no explanation. Naval authorities have 
estimated that, in the event of war, the United States would need 
at least 200 vessels of carrying capacity of 10,000 to 15,000 dead- 
weight tons each and speed of 16 knots or better to be used as 
transports for cargo and troops. We have too few fast freighters 


and large combination passenger and freight vessels to meet 
this need. 


Building Bonuses and Loans 


_ To encourage the building of vessels of these sizes and types, 
liberal bonuses should be paid by the government to the vessel 
owners who undertake the building of such vessels and their 
operation in line service. The bonuses for construction should 
be paid as the vessels are being built, on the approval of the 
specifications by the Navy and War departments so that the 
government may be in complete possession of the specifications 
of auxiliary vessels, and vessels that could readily be converted 
into cruisers in the event of war might be had. A program of 
this sort, combined with a policy of relieving ship building 
Materials from customs duties and the exemption of newly built 
vessels of selected types from taxation for a period of time, 
would add these vitally needed types and sizes of vessels to the 
merchant marine. If such vessels are not built by private 
builders and operated in commercial service, their counterparts 
must be built and operated as units of our naval establishments. 
he cost of subsidizing private vessels, however generous the 
subsidies, is only a small fraction of the cost of adding such 


vessels to the navy, with no hope of having them used to com- 
mercial advantage in peace times. 
Naval Reserve 

An adequate naval reserve should be built up through the 
payments of naval reserve retainers to officers and rated Amer- 
ican seamen and below deck members of the crews of vessels 
in the merchant marine to insure the services of trained seamen 
and engine room crews for American war vessels and auxiliaries 
in time of war. Great Britain has for many years paid such 


_retainers to members of the crews and officers of British mer- 


chantmen with marked success. Training was given to these 
reserve officers and men in the British navy, additions being 
made to the rate of retainer pay for each period of instruction 
undertaken by the merchant officer and members of merchant 
crews. 

The new naval reserve act provides for the payment of a 
month’s base pay each year to officers and men of the naval 
reserve and provides for the instruction of reserve personnel 
at their option, additional compensation being added to the base 
pay for each period of training taken advantage of. 


Wage Payments to American Seamen 

The American merchant marine is laboring under the burden 
of higher capital costs than English, Japanese, and German 
vessel owners are subjected to and of higher operating costs 
as well. The wage differential, though only one factor in the 
operating costs, is an important one which must be offset if 
American ships are to compete with foreign subventions. Mail 
contracts and naval reserve retainers will aid in enabling Amer- 
ican operators to compete with foreign operators, but more 
assistance is needed. 

Chairman O’Connor has recently suggested that a payment of 
$20 a month be made to American shipowners for each member 
of the crew of American citizenship on United States registered 
vessels in foreign trade. A payment of this amount would have 
two beneficial effects: 

First, the proportion of American seamen on our vessels 
in the foreign trade would be increased and our merchant marine 
become more nearly an American-manned marine. Recently the 
percentage of American seamen on American vessels has aver- 
aged about 50 per cent, although our legislation has striven to 
raise this percentage, without, however, providing the means 
of its accomplishment. 

Second, American vessel owners would have part of the wage 
differential between American and British wage levels absorbed 
by the national government. Twenty dollars a man a month 
would not put American vessels’ pay rolls on an equal basis 
with those of British vessels of similar sizes and carrying 
capacities, but such payments, in addition to the payments of 
line subventions, mail subsidies and other governmental aids 
would, at least, permit the existance of selected American lines 
over strategic routes between the United States and the foreign 
nations with which most of our foreign commerce is conducted. 

Chairman O’Connor estimates that the payment of a bonus 
of $20 a month for each American citizen aboard vessels flying 
the United States flag in foreign trade would cost the United 
States, at the most, $6,000,000 a year—an amount well spent to 
develop an essential American industry. 


Equipment Loans and Bonuses 


The conversion of government-owned vessels to private 
ownership and operation should be further facilitated by equip- 
ment loans made by the government for comparatively long 
periods at low rates of interest, secured by mortgages on the 
vessels, so that modern propelling and mechanical cargo han- 
dling machinery might be installed. The equipment of cargo 
vessels with Diesel engines should be encouraged by loans for 
such purpose and, if necessary, by the payment of bonuses for 
such installations in American shipyards. 

The amendment of our immigration laws so that a portion 
of the immigration into the United States would be in American 
vessels is desirable to assist in the development of regular line 
passenger service between the United States and European ports 
in particular. The adoption of the quota system of admitting 
immigrants into the United States has curtailed the flow of 
immigration appreciably, so that the competition for the exist- 
ing immigrant traffic is keen among the lines now serving that 
trade. The requirement that at least one-half of this traffic 
be borne in American ships would, doubtless, be poorly received 
by our foreign competitors, but there appears to be no more 
valid reasons why such a step should not be taken to protect 
and develop the American merchant marine than that a quota 
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law should not be enacted limiting immigration to protect the 
interests of American labor. 


American Plan of Service 


Another step that should be taken to develop our passenger 
lines is the establishment of one class cabin passenger service. 
The coastwise and intercoastal passenger lines have for many 
years specialized in a single first class cabin service and a 
steerage service. The division of passenger services into first, 
second, and third class is typical of European railroad and 
steamship service and is essentially un-American and wasteful. 
Luxuries are lavished on a few first class passengers while the 
bulk of the traffic is represented in second and third class. 
Single cabin service, affording comfort and plenty, without the 
needlessly expensive luxuries of first class, would be attractive 
to both passengers and operators, for the economies resulting 
from standardization of service would enable reductions to be 
made in fares and the volume of travel increased. There is 
no reason why passenger fares should be as high as they are 
now and judicious selection of standards of service of one 
class would, in the opinion of many, enable substantial reduc- 
tions to be made. 


Encouragement of Foreign Trade Organizations 


The United States government should encourage combin- 
ations of steamship lines, foreign trading organizations, trans- 
portation development agencies and foreign trade banking organi- 
zations so as to assist in building up a strong foreign trading 
organization of which foreign shipping facilities are an integral 
part, but still only one unit in the machinery. The efforts of the 
Department of Commerce, especially those of the Bureau of 
Foreign and Domestic Commerce, should be encouraged by 
liberal appropriations from Congress. Our consular service 
should continue to be improved and freed from petty politics. 
The Bureau of Navigation should be developed and the conflict- 
ing jurisdiction of other bureaus and departments, which some- 
times interfere with water borne commerce, should be eliminated. 


The Shipping Board or a Marine Department or Bureau 


The suggestion has been made that the Shipping Board be 
dispensed with and overseas merchant marine affairs placed 
either in the hands of a newly constituted Department of Mer- 
chant Marine or in the hands of a Bureau of Merchant Marine 
or the Department of Commerce. This department or bureau 
should draw together all of the bureaus that now are attached to 
various departments of the federal government concerned with 
steamship inspection, navigation, and similar functions related 
to the merchant marine. The supervision of the rates and 
services of coastwise lines might well be transferred from the 
Shipping Board to the Interstate Commerce Commission so that 
one governmental administrative body could regulate the indi- 
vidual and joint activities of all domestic transportation. 

In this way, the development and supervision of our over- 
seas merchant marine would be focused in one federal depart- 
ment, while domestic coastwise shipping, involving quite differ- 
ent problems, would be concentrated in another body. 


Protection and the Merchant Marine 


A number of suggestions have been made here with the 
end in view of developing and maintaining of a merchant marine 
sufficiently large and composed of types of ships suitable to be 
used as auxiliary vessels for the army and navy in a national 
emergency. This is an absolute minimum merchant marine 
below which the nation cannot safely go. The bounties and sub- 
sidies that have been suggested go beyond this minimum and 
are designed to promote a marine that will include fast com- 
bination passenger and package freight liners, large fast cargo 
vessels, refrigerator ships, and bankers that will enable this 
nation to maintain regular line service to the important ports 
of the nations with which our foreign trade is conducted and 
from the nations that supply us with immigration and between 
which and the United States American tourists regularly travel 
in considerable numbers with the ultimate end in view of build- 
ing up a line merchant marine service that will carry a fair 
share of American exports and imports. 

There is no more reason why a key industry such as the 
merchant marine should not be protected and developed by sub- 
sidies and other forms of protective and promotive legislation 
than that they and infant manufacturing industries and agricul- 
ture should not be fostered by protective tariff barriers from 
the competition of foreign producers. All forms of protection 
are made at an economic cost or protection that raises prices 
so that American producers are protected against cheaper foreign 
products. If the American industry is able to develop so that, 
eventually, the costs of production in the United States are as 
low as or lower than the costs of production abroad, plus freights 
to the United States, protection will be costly only during the 
protective period and the tariff may be removed. If, however, 
the industry has little or no real chance of ever being able to 
compete with foreign producers, it still may be in the best 
interests of American economies and political security that the 
protection be continued. Just so with the merchant marine. 
The vital importance of a marine for military and naval auxiliary 
service and as an essential part of our foreign trade organiza- 
tion makes it imperative that liberal protection be given to this 
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key industry. If this protection needs to be continued indefin- 
itely, it should, nevertheless, be clearly faced as an economic 
sacrifice to be made in the interests of political security. 


A Suggested Program 


A definite policy should be formulated built on the prin- 
ciples of: 


1. A merchant marine of vessels of selected sizes and types 
to constitute an ample and efficient naval auxiliary. 

2. The building of such vessels in American yards aided by 
bounties and encouraged by relief from import duties on ship 
building materials. 

3. A world-wide American foreign trade organization backed 
by the departments of the federal government and by American 
business and strengthened by legislation tending to remove 
restrictions forbidding combinations. 

4. An adequate naval reserve of American officers and crews. 

5. Substantial mail contracts for American line vessels. 

6. Bonuses to American lines toward wages of American 
citizens in the crews of American ships. 

7. The carriage of half of our immigration in American ships. 

8. The carriage of a fair share of our exports and imports in 
American bottoms. 

9. Private ownership and operation of steamships. 

10. The elimination of government competition. 

Standardization of American ocean passenger service. 
12. Loans and bounties for improved equipment. 

13. Sale of idle government tonnage for junk. 

14. Subventions for strategic lines. 

15. Concentration of governmental regulation and admin- 
istration in one Department or Bureau. 

16. A definite program of advertising to educate the people 
of the United States in the importance and necessity of an ade- 
quate merchant marine. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended October 24 totaled 
1,121,459 cars, as compared with 1,106,114 cars the preceding 
week, and 1,113,053 and 1,073,841 cars in the corresponding 
periods of 1924 and 1923, respectively, according to the weekly 
report of the car service division of the American Railway 
Association. This was the fourteenth week this year that load- 
ing exceeded 1,000,000 cars. A seasonal decline in loading is 
expected to set in in the near future. 

Compared with the preceding week, increases were reported 
in the loading of grain and grain products, coal, coke, forest 
products, merchandise, L. C. L., and miscellaneous freight, while 
decreases were reported in the loading of live stock and ore. 

Loading by districts the week ended October 24 and for 
the corresponding period of 1924 was reported as follows: 


Eastern district: Grain and grain products, 9,770 and 12,672; 
live stock, 3,502 and 3,612; coal, 33,224 and 49,794; coke, 3,635 
and 2,615; forest products, 5,764 and 5,846; ore, 5,052 and 3,278; 
merchandise, L. C. L., 76,834 and 71,233; miscellaneous, 113,439 
and 107,234; total, 1925, 251,220; 1924, 256,284; 1923, 254,439. 

Allegheny district: Grain and grain products, 3,497 and 
5,092; live stock, 3,019 and 3,429; coal, 43,574 and 48,452; coke, 
6,518 and 4,597; forest ome 2,774 and 3,470; ore, 9,476 and 
9,427; merchandise, L. C. L., 56,457 and 53,872; miscellaneous, 87,- 
732 and 86,854; total, 1925, 213, 047; 1924, 215, 193; 1923, 214,397. 

Pocahontas district: Grain and grain products, 217 and 233; 
live stock, 303 and 494; coal, 42,525 and 37,509; coke, 646 and 322; 
forest products, 1,935 ‘and 1,676; ore, 133 and 69; merchandise, 
L. C. L., 7,356 and 7,367; miscellaneous, 4,819 and 6,017; total, 1925, 
57,964; 1924, 53,687; 1923, 44,025. 

Southern district: Grain and grain products, 3,892 and 3,847; 
live stock, 2,349 and 2,687; coal, 29,070 and 25,271; coke, 1,125 and 
935; forest products, 22, 084 and 24,069; ore, 1,361 and 1,456; mer- 
chandise, a & 2,678 and 41, 265; miscellaneous, 58, 723 and 
56,320; total, 1925, "160 282; 1924, 155, 850; 1923, 147,5 

Northwestern district: Grain and grain Fe ool 15,262 and 
27,615; live stock, 11,402 and 10,780; coal, 10,950 and 8,067; coke, 
ay 417 and 1,006; forest products, 18, 495 and 18, 221; ore, 30, 481 and 
22, 131; merchandise, is €...Es,. SS 838 and 31, 079; miscellaneous, 
46,855 and 48,134; total, 1925, 168,700; 1924, 167, 033; 1923, 168,009. 

Central Western district: Grain’ and grain products, 11,754 
and 16,933; live stock, 17,448 and 17,925; coal, 22,970 and 19, 116; 
coke, 320 and 294; forest. products, 12, 971 and 11, 401; ore, Y 766 
and 3,215; merchandise, L. C. L., 39,077 and 38,096; miscellaneous, 
83,215 and 77,557; total, 1925, 191, 521; 1924, 184, 537; 1923, 170,954. 

Southwestern district: Grain and grain products, 3,897 and 
6,124; live stock, 3,326 and 3,419; coal, 6,693 and 6,195; coke, 288 
and 210; forest products, 7,683 and 8,783: ore, 541 and 450; mer- 
chandise, in ©. Ee, Bases ‘and 14,737; miscellaneous, 39, 943 and 
40,551; total, 1925, 77, 725; 1924, 80, 469; 1923, 74,478. 

Total, all roads: Grain and grain products, 48,289 and 72,516; 
live stock, 41,349 and 42,346; coal, 189,006 and 194, 404; coke, 13,- 
949 and 9,979; forest products, 71,706 ‘and 73,466; ore, 50, 810 and 
40,026; merchandise, L. C. L., 271,624 and 257, 649; miscellaneous, 


434,726 and 422,667; total, 1925, 1,121,459; 1924, 1,113,053; 1923, 
1,073,841, 


Loading of revenue freight this year compared with the two 
previous years follows: 


1925 1924 1923 

Five weeks in January.......... 4,450,993 4,294,270 4,239,379 
Four weeks in February........ 3,619,326 3,631,819 3,414,809 
Four weeks in March........... 3,694,916 3,661,922 3,662,552 
Weur weems in April... .....cccss 3,721,662 3,498,230 3,764,266 
ive Weel .im MAG. «oc. cccteciene 4,854,720 4,473,729 4,876,893 
Four weeks in June............ 3,956,011 3,625,182 4,047,603 
POur Weers i. July... cc ccccees 3,887,834 3,524,909 3,940,735 
Five weeks in August... ...... 5,364,010 4,843,997 5,209,219 
Four weeks in September....... 4,297,453 4,147,885 4,147,783 
Week of October 3rd............ 1,112,463 1,077,748 1,079,776 
Week of October 10th........... 1,106,099 1,088,956 1,085,938 
Week of October 17th........... 1,106,114 1,102,300 1,073,095 
Week of October 24th........... 1,121,459 1,113,053 1,073,841 
—EEEEE——— a) ——_— 

CH NRER Ee OH Oe eRe weetee 42,293,060 40,084,000 41,615,889 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and ae of National Reporter 


System, published by West Publi Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Interstate Shipments of Oil Held Terminated by Storage, so that 
Subsequent Shipments Were Subject to State Rates: 
(District Court, E. D., North Carolina, at Raleigh.) Inter- 

state shipments of oil from company’s refineries by its own 

vessels to its storage plant, to be there stored and reshipped 
to substations and to customers at such times and in such quan- 
tities as business should demand, held terminated by such stop- 
page and storage, so that subsequent shipments from such plant 
to points within state were subject only to intrastate rates, the 
stoppage being in good faith—Standard Oil Co. vs. Atlantic 

Coast Line R. Co.; Same vs. Seaboard Air Line Ry. Co., 6 Fed. 

Rep (2d) 911. 

Interstate Commerce Commission Has Jurisdiction to Establish 
Rates for Carriage by Rail and Water: 

(District Court, N. D., Texas, Dallas Division.) Under in- 
terstate commerce act as amended, the Interstate Commerce 
Commission has jurisdiction to establish through joint rates for 
carriage partly by rail and partly by water.—Chicago, R. I. & P. 
Ry. Co. et al. vs. United States et al., 6 Fed. Rep. (2d) 888. 
Order of Interstate Commerce Commission, Not Arbitrary Nor 

Unreasonable, Not Reviewable by Courts: 

The courts are without power to interfere with an order 
of the Interstate Commerce Commission, made within its juris- 
diction and not arbitrary nor unreasonable.—Ibid. 

Order of Commission Requiring Carriers to Fix Rail and Water 
Rates by Relation to All-Rail Rates Held Valid: 

Order of Interstate Commerce Commission, requiring car- 
riers to fix through rail-and-water rates by relation to their all- 
rail rates between the same points, held not invalid.—Ibid. 
Commission May Fix Through Rate, Including Water Carriage 

by an Independent Carrier: 

To give the Interstate Commerce Commission authority to 
fix a through rate, including both rail and water carriage, it is 
not necessary that the water carrier should be controlled by a 
rail carrier.—Ibid. 


Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Duty of Railroad Company to Provide Sufficient Equipment, Fa- 
cilities, and Appliances Under Statute Held to Be Absolute: 
(Court of Civil Appeals of Texas, Fort Worth.) Under Rev. 

St., art. 6687, declaring it to be the duty of railroad companies 

operating line in state to provide sufficient tracks, switches, 

sidings, yards, depots, and other facilities for receiving and de- 
livering freight and motive power, cars and other needful fa- 
cilities and appliances, the duty to provide such facilities is 

absolute.—Sugarland Industries et al. vs. Universal Mills, 275 

8. W. Rep. 406. 

Carrier, on Arrival of Goods at Destination, May Store and Hold 
Them as Warehouseman: 

; (Court of Appeals of Georgia, Division No. 2.) In view of 
Civ. Code 1910, sec. 2730, on arrival of freight at destination, 
within usual time required for transportation, carrier may, in 
absence of custom as to delivery, immediately store and hold 
goods as warehouseman.—Central of Georgia Ry. Co. vs. Lever- 
ette, 129 S. E. Rep. 292. 

Consignee’s Receipt of Notice of Arrival of Goods Held Not to 
Establish Custom as to Delivery: 

Proof that consignee received notice from carrier of arrival 
of freight at destination held insufficient to establish custom as 
to delivery.—Ibid. 


When Failure of Carrier to Deliver Goods Is Not Refusal to 

Deliver Stated: 

Failure of carrier to deliver shipment to consignee on de- 
mand on account of temporary inability to make delivery is not 
absolute refusal to deliver to consignee, but only failure to de- 
liver shipment at particular time.—Ibid. 

Carrier Storing Freight and Holding It Ready for Delivery Liable 

Only as Warehouseman: 

Where failure of carrier to deliver shipment on account of 
temporary inability to make delivery was not conversion, when 
carrier afterward stored shipment and held it ready for delivery, 
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its liability thereafter became that of warehouseman and not 
of an insurer.—Ibid. 
Carrier Held Not Liable for Goods Stored and Destroyed by Fire: 

Where failure of carrier to deliver shipment on account of 
temporary inability to make delivery was not conversion, and 
carrier afterward stored freight and became liable as warehouse- 
man, and where, after three days, during which consignee failed 
to call and demand delivery, freight was destroyed by fire, with- 
— of carrier, it was not liable therefor to consignee. 
Rule of Public Service Commission as to “Free Time” for Re- 

moval of Goods Cannot Affect Carrier’s Liability as Ware- 

houseman: 

Rule of Public Service Commission of Georgia, providing 
that on personal notice to consignee of arrival of freight there 
shall be period of “free time” within which consignee may re- 
ceive it, which period may be extended, has reference solely to 
liability of consignee for storage, and cannot affect liability of 
carrier as warehouseman only.—lIbid. 

Failure to Deliver Freight on Demand Held Not to Extend In- 
definitely Carrier’s Liability as Insurer: 

Where carrier’s failure to deliver freight to consignee on 
demand was not under evidence absolute refusal to deliver, and 
did not constitute conversion, carrier’s liability as an insurer 
was not extended indefinitely.—Ibid. 

Instructions Not Adjusted to Issues Held Erroneous: 

In suit by consignee against carrier for loss of freight by 
fire, instruction that carrier, at time of demand for delivery of 
freight, was bound to deliver it to consignee, was erroneous as 
not being adjusted to issues, and calculated to cause jury to 
believe that failure to make delivery on demand was conversion 
or indefinitely extended carrier’s liability as insurer.—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 
Liability of Terminal Carrier for Failure to Deliver Cotton 

Within Reasonable Time Stated: 

(Court of Civil Appeals of Texas, Galveston.) Where bales 
of cotton were not marked as described in order bill of lading, 
issued by initial carrier, and were therefore refused by trans- 
feree of bill of lading as not the cotton purchased, held, under 
Vernon’s Sales’ Ann. Civ. St. 1914, arts. 710, 715, 716, and Ver- 
non’s Ann. Civ. St. Supp. 1922, arts. 731, 732, that terminal 
carrier was liable to consignee for difference in market price 
of cotton at time delivery should have been made and at date 
that carrier satisfactorily identified cotton as that covered by 
bill of lading.—Gulf, C. & S. F. Ry. Co. vs. Kempner, 275 S. W. 
Rep. 459. 

Statement of Witness that He Was Acting as Agent Held Prop- 
erly Excluded as Conclusion: 

In action by consignee of cotton for damages caused by 
failure to deliver bales because not marked as described in 
order bill of lading through fault of consignor, statement of 
consignor that in loading of cotton he acted as agent of consignee 
held properly excluded as a conclusion.—Ibid. 

Judgment Held Not Assailable as Being Without Pleading or 

Proof to Support It: 

Where, in action to recover damages for failure to deliver 
cotton within a reasonable time, consignees pleaded that they 
became owners of a certain number of bales of cotton for which 
the carrier had issued its negotiable bill of lading, describing 
it as bearing certain marks, and that carrier had failed to de- 
liver to them cotton bearing such marks, but that they had 
accepted from it cotton which it had on hand bearing different 
marks, and had credited such cotton on their claim against car- 
rier, held, that judgment was not assailable as being without 
pleading or proof to support it, in that refusal to accept delivery 
of the tendered cotton, because not marked as described in bill 
of lading, was neither declared upon nor testified to for con- 
signee.— Ibid. 

Where It Is Established that Goods Have Not Been Shipped 

Within a Reasonable Time, a Prima Facie Case of Negligence 

Is Made, and Burden Is On Carrier to Explain Delay, Etc.: ° 

Where it is once established by consignee that goods have 
not been delivered within a reasonable time, a prima facie case 
of negligence is made, and burden devolves on the carrier to 
show that delay arose from some cause other than carrier’s 
negligence.—Ibid. 


CARRIAGE OF LIVE STOCK 


Reconciliation of Conflicting Testimony for Jury: 

(Court of Civil Appeals of Texas, San Antonio.) Reconcilia- 
tion of conflicting testimony of two experts belongs to jury, 
who may believe the one and disregard the other.—Davis, Fed- 
eral Agent, vs. Cochran, 275 S. W. Rep. 423. 

Evidence Raises Issue Whether Hogs Were Free from Disease 

When Delivered to Carrier: 

Evidence held sufficient to warrant submission of issue 
whether hogs were free from disease when delivered to defend- 
ant for shipment, and whether disease had its incipiency after 
such delivery.—Ibid. 

Evidence Raises Issue Whether Diseased Condition of Hogs Was 

Caused by Delay: 

Evidence held sufficient to raise issue whether arrival of 
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hogs at their destination in diseased condition was proximately 
caused by negligent delay of carrier.—Ibid. 


Carrier’s Failure to Explain Delay in Shipping Creates Presump- 
tion of Negligence: 

Defendant carrier’s failure to produce records, or offer any 
explanation or excuse for unreasonable delay in shipping hogs 
in question, facts being solely within its knowledge, held to 
create presumption of negligence.—Ibid. 


Requested General Charge in Case Submitted on Special Issues 
Held Properly Refused: 


Where action was submitted on special issues, defendant’s 
requested general charge was properly refused, as it would be 
improper to submit general charge in connection with special 
issues, particularly where issues embraced in requested charge 
were covered by special issues submitted.—Ibid. 

Peremptory instructions, commenting on weight of testi- 
mony, was properly refused.—Ibid. 

Witness Qualified to Testify as Expert as to Diseased Condition 
of Hogs: 

Witness, having 14 years’ experience in handling and selling 
hogs, and looking after and feeding them, and taking care of and 
treating sick hogs, held competent to testify as an expert as 
to diseased condition of hogs in question on arriving at their 
destination.—Ibid. 


Qualification of an expert is largely within discretion of 
trial court.—Ibid. 


Error, if Any, in Submission of Issue, Held Rendered Harmless 
by Answer Thereto: 

Error, if any, in submitting to jury issue as to what per- 
centage of loss in value of shipment of hogs in question was 
proximately caused by failure of carrier to transport them in 
usual and ordinary time, held rendered harmless, in view of 
jury’s answer that entire loss was due to negligence of de- 
fendant.—Ibid. 


Under Jury’s Finding, Carrier Held Liable for Loss in Value 
on Hogs: 

Jury having found that hogs shipped were free from disease 
when delivered to carrier, that negligent delay proximately 
caused them to become diseased, that all of loss in value was 
proximately caused by such delay, and that hogs were sold as 
soon as practicable, held, that carrier was liable for loss in value 
on hogs.—Ibid. 


Amount Hogs Sold for After Arrival Held Not to Have Been 

Considered in Determining Damages: 

Contention that carrier is not bound by amount for which 
hogs were sold some time after their arrival at destination held 
without merit, where judgment was predicated on difference 
between market value of hogs, if they had been shipped without 
negligence, and their intrinsic value at time of their arrival.— 
Ibid. 

Evidence held to justify submission of special issue as to 
number of diseased hogs in shipment on arrival at their des- 
tination.—Ibid. 


Submission of Issue, if Error, Held Harmless, Where on Im- 
material Issue: 

Submission of issue as to number of diseased hogs in ship- 
ment at destination, if error, was on a wholly immaterial issue, 
and harmless, especially in view of jury’s finding that all loss 
in value of hogs was proximately caused by carrier’s negligent 
delay.—Ibid. 

Submission of Issue, if Error, Held Harmless: 

Submission of issue as to how many hogs, if any, were 
diseased when delivered to carrier for shipment, if error, held 
harmless, where jury found, in response to preceding issue, that 
none of hogs were diseased when delivered to carrier.—Ibid. 
Measure of Damages When No Market Value, Stated: 


When there is no market value for injured animals, measure 
of damages is difference between their market value, if trans- 
ported without negligence, and their real or intrinsic value in 
condition in which they were delivered.—lIbid. 

Cause of Action for Veterinary Charges Held Not New Cause 
of Action: 

Cause of action for veterinary charges, by shipper against 
carrier, is an item of expense growing out of carrier’s negligent 
delay in shipping hogs, and is not a new cause of action, and 
hence petition arrested running of statute of limitations.—Ibid. 

Testimony of expert witness, if error, because witness dis- 
qualified, held harmless, where it was cumulative of testimony 
given by another witness, whose qualification was not ques- 
tioned.—Ibid. 

It was error for trial court to include in judgment interest 
on amount of damages found by jury, where there was no finding 
of such interest by jury.—lIbid. 

Inclusion of Interest in Judgment, Without Finding by Jury, 

Error: 

Action of trial court in including interest in judgment, there 
being no finding of interest by jury, held fundamental error, of 
which court will take cognizance, though not prosecuted in trial 
court, nor in brief in appellate court.—Ibid. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





aah 
Court Had No Jurisdiction to Consider Set-off or Counterclaim 
on Libelant’s Guaranty: 

(Circuit Court of Appeals, Fourth Circuit.) In libel in per. 
sonam to recover for charter hire, court had no jurisdiction to 
consider a set-off, recoupment, or counterclaim which arose from 
the alleged guaranty by libelant, of undertakings of prior char- 
terer, claim for which had’ been assigned to respondent.—Sus- 
quehanna S. S. Co., Inc., vs. A. O. Anderson & Co., Inc., 6 Fed. 
Rep. (2d) 858. 

One Authorized to Handle Vessel Entitled to Sue for Charter 

Hire Under Its Charter: 

Where shipowners, claiming libelant had guaranteed under. 
takings of charterer who had defaulted, gave libelant right to 
handle vessel according to its judgment for benefit of whom it 
might concern, libelant held entitled to maintain suit for charter 
hire under charter made by it, notwithstanding there was to be 
subsequent accounting with owner.—Ibid. 

Ship Chartered to Carry Full Cargo for Shipper Not Common 

Carrier, but Bailee for Hire: 

(District Court, D., Maryland.) A ship chartered to carry 
a full cargo for a single shipper is not a common carrier, but a 
bailee, to transport for hire, bound only to exercise reasonable 
care, and the mere fact of a loss does not throw upon her the 
burden of proving seaworthiness, or want of negligence, or 
that the loss occurred from a cause excepted in the contract, 
though she is bound to ascertain and disclose all the facts she 
reasonably can which may throw light on the cause of the loss. 
—In re Steamship Norden. The Nordhvalen, 6 Fed. Rep. (2d) 
883. 

Collision Held Due to Fault or Error in Navigation: 

A collision held, on the evidence, not due to unseaworthiness 

of the ship in fault, but to faulty navigation.—Ibid. 


Charter of Ship as Private Carrier May Limit Owner’s Liability: 

A provision of a charter of a ship as a private carrier, ex- 
empting her from liability for loss of cargo through collision, is 
valid, and under such provision and section 3 of the Harter act 
(Comp. St., sec. 8031) the ship is not liable for such a loss, if 
it did not result from want of due diligence on the part of the 
owner, and if he exercised due diligence to make the vessel in 
all respects seaworthy and properly manned and equipped.—Ibid. 
Charterer Held Not Liable for Delay of Vessel: 

(Circuit Court of Appeals, Second Circuit.) Detention in 
England during the war of a Dutch vessel bound under charter 
from New York to Rotterdam, on account of the contraband 
character of some of the cargo, held not chargeable to any fault 
of the charterer or the shippers which rendered them liable to 
the owner, but to neglect of the nominal consignee to promptly 
advise the British government under an agreement between 
them.—Furness Shipping & Agency Co. vs. Barber & Co., Inc, 
et al. Barber S. S. Lines, Inc., vs. Furness Shipping & Agency 
Co. et al., 6 Fed. Rep. (2d) 779. 


Charterer, Compelled Through Duress to Pay Obligation of 

Owner, Held Entitled to Recover the Amount: 

Where the British government in war time permitted a 
Dutch ship to proceed to Holland only on agreement by the 
owner to return a part of the cargo for action of the prize court, 
but through duress the charterer was compelled to pay storage 
on the goods in Holland and for their return to London, it was 
held entitled to recover the amount from the owner.—Ibid. 


Allowing Vessel to Proceed on Agreement to Return Part of 
Cargo for Action of Prize Court Held Seizure of Such 
Property: 

Where a neutral ship, bound for a neutral port, was de 
tained by the British government and allowed to proceed only 
on agreement of the owner to return a part of the cargo for 
action of the prize court, such action amounted to a seizure of 
the property.—Ibid. 

Payment to Prevent Threatened Abrogation of Contract Held 
Made Under Legal Duress: 


A threat by a party to a contract with a charterer to abro- 
gate the contract, which would cause it great loss, unless the 
charterer paid an obligation of the shipowner, for which it was 
not liable, held to constitute legal duress.—Ibid. 

One Compelled to Pay the Debt of Another to Save His Own 


Property Is Subrogated to the Rights of the Creditor: 

One who is compelled to pay the debt of another to protect 
his own rights and save his own property will be subrogated 
to the rights of the creditor.—Ibid. 
Master Must Protect Cargo Not Accepted: 

Where a consignee refuses to receive goods, it is the duty 
of the master to store and care for them while in storage.—Ibid. 
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Deviation from Proper Course of Charter Party Voyage Is Breach 
by Carrier: 

(District Court, E. D., Pennsylvania.) Deviation from proper 
course of charter party voyage is breach of contract by vessel, 
and other party may elect to declare breach and claim damages, 
or may waive default and insist on performance.—The Henry W. 
Cramp, 6 Fed. Rep. (2d) 900. 

Carrier Vessel Under Embargo May Declare Contract Off: 

A carrier vessel under embargo may declare a contract of 
carriage off, because of impossibility of performance, when that 
impossibility appears.—Ibid. 

Carrier May Not Plead Embargo Voluntarily Assumed as Excuse 
for Performance of Contract: 

A carrier may not plead, in excuse of performance of a con- 
tract of carriage, an embargo to which it has been voluntarily 
subjected.—Ibid. 

Burden of Proving that Subjection to Embargo Was Not Vol- 
untary on Carrier; 

Where carrier entered a port and became subjected to em- 
bargo, burden of proving that entry was not voluntary, but under 
stress of necessity, held to be on carrier.—lIbid. 

Carrier, Prevented from Performing Contract by Vis Major, May 

Annul Contract by Restoration of Precontract Situation: 

An ocean carrier, prevented from performance of contract 
of carriage by the vis major of an embargo, would have right 
to annul contract, but only on retsoration of shipper to pre- 
contract situation by return of freight, ete.—lIbid. 


MOTOR VEHICLE REGULATION 


The Supreme Court of California in the case of Marion L. 
Frost et al. vs. Railroad Commission of California, has decided 
that the operator of a motor truck, using the highways of a 
state in intrastate commerce for commercial transportation be- 
tween fixed termini and over a regular route, under private 
contract, is subject to the provisions of the California auto stage 
and truck transportation act relating to certificates of conveni- 
ence and necessity. The case arose upon a petition for a writ 
of certiorari to review an order of the California commission 
requiring the plaintiff to obtain its certificate, says John E. 
Benton, general solicitor of the National Association of Railway 
and Utilities Commissioners, in a bulletin to members continuing 
as follows: 


The petitioner was engaged, under private contract entered 
into subsequently to the enactment of the California law, to trans- 
port citrus fruits between Redlands and Los Angeles, wholly 
within the state of California. Apparently the main difference 
between this case and the case of Michigan Public Utilities Com- 
mission vs. Duke, decided by the U. S. Supreme Court, on January 
12, 1925, is that in the Duke case the defendant was operating 
in interstate commerce, and under contract entered into before the 
enactment of the Michigan law. I quote the opinion in part: | 

“The argument is that the privilege of using the public high- 
ways as a place for the transaction of private business is not a 
vested right but a privilege which the state may grant or with- 
hold at its pleasure; that having the right to withhold such priv- 
ilege it may grant the same upon such terms and conditions as 
it may see fit to impose; that it may say in effect to the applicant 
for such special privilege, ‘I will grant you the privilege of using 
the public highways for private gain in the transaction of your 
business upon the condition that you in turn shall dedicate the 
property used by you in such business to the public use of 
public transportation.’ There is much force in this contention. 
It has been repeatedly decided that the right of a common carrier 
to use the public highways for the conduct of his business as 
such is not a vested or natural right, but is a mere privilege or 
license which the legislature may grant or withhold in its discre- 
tion, or which it may grant upon such conditions as it may see 
fitto impose. * * * The foregoing cases all had to do with the 
right of common carriers. Whether the same rule should apply 
with equal force to private carriers engaged in using the streets 
as a place of private business or as the chief instrumentality in 
conducting such business has not been directly passed upon in any 
case which has come to our notice except as it may be said to 
have been impliedly adjudged in State vs. Price (Wash.), 210 
Pac. 787. Upon principle, however, we perceive no reason why the 
rule should not apply with equal force to the case of a private 
carrier who proposes to use the street as a place of private 
business or as the chief instrumentality thereof. The rule does 
not rest upon the circumstance alone that the carrier is engaged 
in operating a public utility and that his business is therefore 
affected with a public interest, but it rests equally upon the cir- 
cumstance that he is using the public highways as the chief 
instrumentality of a private business conducted for private gain. 
In other words, he is enjoying a special privilege in the high- 
ways which are constructed and maintained at public expense 
and designed for the common use of all. Many of the cases 
expressly rest their decisions upon this latter ground. We are 
of the opinion that the state has the right in the granting of 
such special privileges in its public highways to require that 
the recipient thereof in consideration therefor return a reasonable 
quid pro quo to the public and such in effect is what was done 
in and by the 1919 amendment to the Auto Stage & Truck Trans- 
portation Act. The recent decision of the Supreme Court of the 
United States in the case of Michigan Public Utilities Commission 
vs. Duke (45 Sup. Ct. Rep. 191), seems at first blush to be at 
variance with this conclusion, but we think that upon analysis 
it will be found not to conflict therewith. The Michigan statute 
1S essentially similar to our Auto Stage & Truck Transportation 
Act in its relation to the questions here under consideration, 
except that it expressly provides what is claimed to be the neces- 
Sary implication of our own statute, namely, ‘any and all persons 
oe _ engaged in the transportation of persons or property 

or hire by motor vehicles, upon or over the public highways of 
this state between fixed termini or over a regular route shall be 
common carriers. . . .’ It also prohibits the engaging in the 
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business of such transportation without a permit from the Public 
Utilities Commission, which shall be issued in accordance with the 
public convenience and necessity, and requires the payment of 
fees, the carrying of insurance and the furnishing of an indemnity 
bond. Duke was engaged in the transportation by auto truck of 
automobile bodies from Detroit, Michigan, to Toledo, Ohio, under 
three private contracts with the manufacturers thereof. He had 
been doing such hauling for some years and had a large invest- 
ment in property used exclusively for that purpose, was engaged 
in no other business and did not hold himself out as a carrier for 
the public. The court held that the requirements and limitations 
of the statute as applied to him would impose an unlawful burden 
upon interstate commerce. * * * The essential difference be- 
tween that case and this rests in the fact that Duke was oper- 
ating under contracts subsisting before and at the time of enact- 
ment of the Michigan statute, which contracts remained in part un- 
performed. The statute afforded to him no liberty of choice. It 
required him to devote his property at once to public transporta- 
tion and thus would have disabled him to perform his subsisting 
contracts. To give it effect in its application to his situation 
would have been to impair the obligation of those contracts. If 
the contract under which petititoners herein are operating had 
been entered into prior to the enactment of the 1919 amendment 
to our statute, and had been then subsisting and unperformed, 
petitioners would have been in position to invoke the authority of 
the Duke case. But petitioners’ contract was not made until 1923, 
and they were under no compulsion to enter it. They were free 
to elect as to whether they would engage in the business of trans- 
portation upon the public highways between fixed termini or over 
a regular route and thus subject themselves to the conditions 
and limitations of the statute, or whether they would refrain from 
so doing and thus retain their status of unregulated private 
carriers. They voluntarily chose the former course and 
thereby subjected themselves to the regulations imposed by the 
atatute. °* % © 

“The contentions that the act takes private property for public 
use without compensation in violation of section 13 of article 1 
of the State Constitution and of section 1 of the Fourteenth 
Amendment to the Federal Constitution, and that it violates the 
due process clause of the Fourteenth Amendment are based upon 
the predicate that the effect of the act is to transmute a private 
carrier into a public carrier against his will by legislative fiat. 
As we have indicated above, our view is that the act does not 
and cannot have this effect. What the act does, in effect, is to 
make a conditional offer of a special privilege. The offeree is not 
entitled to this privilege as a matter of right and therefore in 
order to obtain it he must submit to the conditions attached to the 
offer. He is not compelled to submit to these conditions, but if 
he does not do so he cannot avail himself of the privilege. If he 
does avail himself of the privilege under these circumstances, he 
is deemed to have thereby consented to the conditions. * * * 
By the Auto Stage & Truck Transportation Act the state offers 
the special privilege of using the public highways for the trans- 
action of private business, a privilege to which no one is entitled 
as of right. But the offer is conditional that the offeree shall 
return a consideration thereof by dedicating his property to the 
quasi public use of public transportation, or, at least, by sub- 
mitting himself to the conditions, regulations and restrictions 
specified in the act. The offeree is not compelled to submit him- 
self to those conditions, regulations and restrictions, but if he 
does not he is not entitled to the privilege offered. If he does 
avail himself of the offered privilege he must be deemed to have 
accepted the conditions of the offer. 

“The demurrer to the petition is sustained and the order to 
show cause is discharged.” 


OHIO MOTOR CARRIER DECISION 


In the case of the Red Ball Transit Company vs. Public 
Utilities Commission of Ohio, the federal court for the Southern 
District of Ohio has held the complainant to be a common carrier. 
In a bulletin to members, John E. Benton, general solicitor of 
the National Association of Railway and Utilities Commissioners, 
says the decision is interesting because it deals with a case 
where the operator attempted to avoid the application of the 
state law by holding itself out as prepared to transport under 
contract only, and not as a common carrier. Continuing, Mr. 
Benton says: : 


The complainant company, an Indiana corporation, was organized 
for ‘‘the transportation and contracting with others for transporta- 
tion by motor truck or otherwise of household furniture, or any 
other kind of personal property’’; and operated both interstate and 
intrastate. 

The Public Utilities Commission, in October, 1924, granted a cer- 
tificate of convenience and necessity to the company to operate so 
far as its interstate business was concerned, but refused, on the 
ground of lack of proof of public need therefor, to grant its certificate 
authorizing operation in intrastate commerce in Ohio. Subsequently, 
the company notified the Ohio Commission that it was not a common 
carrier within the purview of the Ohio motor transportation law, 
and that it could not accept the certificate granted. Thereupon the 
Commission revoked its certificate as to such interstate operation. 

The company applied for a preliminary injunction to restrain the 
Ohio Commission from proceeding against it under the penalty pro- 
visions of the Ohio transportation law. The constitutionality of the 
Ohio law had previously been determined by the Ohio Supreme Court, 
and the principal contention in the present case was that the Red 
Ball company was not a common carrier, and hence not subject to 
the provisions of the state law. In holding the company a common 
—_ notwithstanding its efforts to avoid that statute, the court 
said: 

“It is in the business of motor transportation. It advertises 
itself to be in that business. It holds itself out to contract for the 
carrying of certain classes of merchandise. It offers an optional 
contract to its prospective patrons, and permits them to choose which 
of the contracts is desirable. There is no proof that it denies haulage 
to anyone who offers to contract. True, it makes the bare statement 
that it may decline any contract that may be offered. This is not 
persuasive, however, in view of the surrounding facts and circum- 
stances. Of course it has no right of eminent domain, nor does it 
need such. It has no franchise but it has applied for the franchise 
or rights under the motor transportation law—that is, its right to 
carry on its business over the highways of the state. * * * 

“To sustain its claim in this case, the burden is upon it to show 
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that under its mode of operation, and the character of its business, 
that it is not a motor transportation company such as is contem- 
plated by the motor transportation law of Ohio. It must bring itself 
under and within the class of private carriers such as were found 
and dealt with in the Duke and Hiseem cases. This it has failed to do. 

“In the case of Buck vs. Kuykendall, 267 U. S. 307, the Supreme 
Court of the United States, speaking through Justice Brandeis, holds 
that a state law which permits the denial of a certificate of public 
convenience and necssity to a common carrier of passengers and 
express, purely in interstate commerce, is unconstitutional. The Ohio 
motor transportation law permits this to be done, and under the 
decision of the Buck case is unconstitutional in such respect; but 
the power of the utilities commission to deny the issuance of such 
certificate has not been exercised and is not being threatened, and 
although complainant would not be estopped from assailing it as un- 
constitutional if its rights were infringed thereby, it cannot be heard 
to complain if its existence in no way affects its rights. * * * 

“Section 614-99 General Code, is a part of the motor transporta- 
tion law and provides that no certificate of convenience and necessity 
shall issue until the company shall have filed a satisfactory liability 
insurance policy or bonds upon terms therein specified. This section 
of the act, under the decisions just quoted, must be held to be invalid, 
in so far as it is applicable to interstate traffic. 

“The Commission has been willing to issue a certificate of neces- 
sity and convenience to the complainant covering interstate traffic, 
and although there is no evidence to determine how the restrictions 
of this holding will affect that willingness, it must be presumed that 
the commission will act in accordance therewith 

“Inasmuch as the complainant has failed to bring itself within 
the class not amenable to the provisions of the motor transportation 
law, and inasmuch as the Supreme Court of Ohio has held the law 
to be constitutional, at least in so far as it applies to intrastate 
commerce and therefore this court has no jurisdiction to interfere 
therewith, and the commission being willing to issue a cretificate of 
necessity and convenience to the complainant, and it being presumed 
that it will continue to be willing under the restrictions of this opinion, 
the relief asked by the complainant must be denied.”’ 


MOTOR VEHICLE. REGULATION 


Belief that the motor bus operators of the country would 
be able to reach an accord with the National Association of 
Railroad and Utility Commissioners, the American Railway 
Association, the American Electric Railway Association, and 
others interested in regulation of interstate motor vehicle traf- 
fic, was expressed this week by George P. McCallum, president 
of the Michigan Highway Transportation Association, after a 
two-day conference of bus operators at the national headquar- 
ters of the American Automobile Association. The commercial 
vehicle department of the national association has been making 
a careful study of proposed regulatory legislation. The con- 
ference was one of a series in which the bus operators are 
partiicpating in order that an accord on a legislative program 
of regulation suitable to the needs of common carriers engaged 
in the business of motor transportation may be developed. 


Mr. McCallum acted as chairman of conference and was 
also made chairman of the committee of operators that will 
continue to confer with the other organizations in the interest 
of a harmonious program. The states represented in the con- 
ference were: Michigan, Connecticut, New York, Pennsylvania, 
Ohio, West Virginia, Virginia, Missouri, Kansas and Washington. 
The next meeting of the committee will be held in Detroit in 
connection with the National Motor Bus Show, November 16-21. 

The following statement was made by Mr. McCallum on 
behalf of the committee: 


In view of the fact that some steps for the regulation of mo- 
tor vehicle common carriers engaged in interstate commerce are 
all but inevitable at the coming session of Congress, the motor 
bus operators of the country have a vital interest in reaching 
an understanding among themselves as to what form of regulation 
will suit their rapidly developing business and: at the same time 
protect their investment and permit expansion of their service 
in the public interest. 

As is generally Known, the National Association of Railroad 
and Utilitg Commissioners has already drafted a tentative regu- 
latory proposal which covers both busses and trucks. Our ses- 
sions were in the main confined to consideration of this bill and 
how it would affect us. We feel that certain changes in some 
of the provisions of the suggested law are desirable from our 
viewpoint and it is our intention to call these changes to the at- 
tention of the committee of the National Association of Railroad 
and Utility Commissioners that has charge of legislation. 

How the changes we think necessary are received remains 
to be seen, but there is no reason whatever at the present why 
the various bodies interested in this legislation should not be 
able to reach an agreement on fundamentals. 


The following participated in the conference: 


George P. McCallum, president, Michigan Highway Trans- 
portation Association, chairman; Patrick F. Healey, president, 
Connecticut Motor Stage Association; John Hastings, New York 
and Pennsylvania Bus Lines, Brooklyn, N. Y.; A. M. Hill, presi- 
dent, West Virginia Motor Transportation Association; J. A. 
Towns, former vice-president, Motor Bus Association of Virginia; 
Clark T. McConnell, Ohio and Pennsylvania; H . More, presi- 
dent, Missouri and Kansas Motor Bus Association; W. A. Johnson, 
secretary, Kansas Motor Bus Association; C. W. Stocks, editor, 
Bus Transportation; John M. Meighan, assistant manager, bus di- 
vision, American Automobile Association, secretary; Charles P. 
Clark, manager, bus division, American Automobile Association, 
and Ernest N. Smith, general manager, American Automobile 
Association. 





SURFACED ROAD MILEAGE 


“The mileage of surfaced roads in the United States is near- 
ing the 500,000 mark,” says the Bureau of Public Roads of the 
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Department of Agriculture. “Some weeks ago the state reports 
indicated that there were 128,347 miles of surfaced road on the 
state systems at the end of 1924 and similar subsequent reports 
from the states indicated that mileage of surfaced county roads 
was 339,558, making a total of 467,905 miles. While it is prob- 
able that the estimate of county roads is not so accurate as 
that of the state roads, the above figure is probably not too 
large. 

“Since 31,541 miles of road was surfaced in 1924 by the 
states and counties, and it is known that progress has been 
equally as good in 1925, it is probable that the construction 
season now drawing to a close will increase the surfaced mile- 
age to more than 495,000. In this estimate allowance was made 
for a portion of the year’s work being resurfacing or higher 
improvement of roads previously reported as surfaced. 

“In addition to surfaced roads a considerable mileage has 
been graded and drained according to engineering standards. 
There were 236,294 miles of such road at the end of 1924, and 
of this 13,689 miles had been constructed during that year. 
These figures indicate that the improved road mileage of all 
classes is not far from 740,000.” 


NICKEL PLATE MERGER CASE 


The Trafic World Washington Bureau 


Oral argument on the application of the Nickel Pate for 
authority to unify the properties of the Nickel Plate, Chesa- 
peake & Ohio, Hocking Valley, Erie and Pere Marquette rail- 
roads, under paragraph 2 of section 5, and to issue securities 
under section 20a of the interstate commerce act, will be heard 
by the Commission December 28, 29, 30 and 31. 

The applicant has until November 15 to file its original 
brief but W. A. Colston, counsel, said he would file it by 
November 10. Counsel for stockholders opposing the applica- 
tion have until December 16 to file reply briefs, and Mr. Colston 
will have until December 25 to reply to those briefs. 

Commissioner Meyer, in closing the hearing on the appli- 
cation, asked that counsel file their briefs as early as possible. 
He said such action would assist the Commission materially. 

“I assume there is nobody who wishes to be heard who has 
not been heard to the extent desired to be heard,” Mr. Meyer 
said, with a smile. 

Nothing but smiles on the part of counsel met this closing 
statement in the case, Commissioner Meyer having throughout 
the proceeding permitted the fullest opportunity to both sides 
to submit practically whatever they wished to submit. If the 
record in the case is found to be lacking in any respect, it 
was conceded by those who followed the case, it will not 
be because the parties were restricted by the Commission in 
the presentation of evidence. 

Just before the close of the case, Mr. Colston submitted for 
the record evidence showing that the New York public service 
commission had approved the Nickel Plate application so far 


‘as that state was concerned in the matter. 


The Virginia Corporation Commission has advised the Com- 
mission that a letter sent to the Commission under date of 
February 26, 1925, relative to the Nickel Plate application, 
should not be construed as approval thereof on the part of 
the Virginia commission which, it said, wished to remain neutral. 

A. I. Stiles, who attended the hearings as an intervener in 
opposition to the application, took the witness stand before 
the close of the hearing and said he had been told that the 
Nickel Plate had borrowed $3,500,000 from the Guaranty Trust 
Company of New York, and $5,830,000 from J. P. Morgan & 
Company, and raised the question as to whether these loans 
should have been reported to the Commission as required by 
section 20a of the interstate commerce act. Mr. Colston said 
the money was borrowed on open account and that it was not 
necessary under the law to report such borrowings to the Com- 
mission. 

John Sherwin, chairman of the board of the Union Trust 
Company of Cleveland, and vice-president of the Nickel Plate, 
was examined as to certain financial transactions of the Van 
Sweringens. J. W. McInerney, statistician for Wood-Low & 
Company, of New York, who represent Hocking Valley dis- 
senting stockholders, was the last witness, his testimony having 
related to the unfairness of the Nickel Plate plan as seen by 
the dissenting stockholders. 


SEABOARD FINANCING APPROVED 


The Seaboard Air Line has been authorized by the Commis 
sion to sell $10,000,000 of first and consolidated mortgage 6 per 
cent gold bonds at not less than 9214 per cent and interest to 4 
syndicate composed of Dillon, Read & Company, and Ladenburg, 
Thalman & Company of New York City. Proceeds from the sale 
will be used to reimburse the Seaboard’s treasury for expendi- 
tures for additions, extensions, improvements, etc., and to pay 
$3,500,000 of short term bank loans. The sale also will provide 
funds for financing extensions and improvements, including the 
construction of a 22-mile line between Brookville and Inverness, 
Fla., by the Brookville & Inverness. 
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November 7, 1925 


SHORT LINE CONVENTION 


Amendment of provisions of the transportation act to the 

end that the financial condition of short lines might be im- 
proved was advocated by Bird M. Robinson, president of the 
American Short Line Railroad Association, in his report to 
the association at its annual convention in Miami, Fla., this 
week. 
Defeat of the “radical party” in the national election last 
November, in the opinion of Mr. Robinson, “postponed, for an 
indefinite period, any question of the government becoming the 
owner of your properties.” 

“The question of the ultimate disposition of the railroads 
that you own and operate is becoming more and more acute, 
and is gradually, but certainly, approaching final determination,” 
Mr. Robinson said. 

Reference was made to agitation, last year, by “radical and 
socialistic elements” for government ownership of railroads and 
to the action of the association last year authorizing Mr. 
Robinson to appoint a committee to investigate the ownership 
and operation of railroads by various governments of the world. 
Mr. Robinson said that, before appointing the committee, he 
went to Europe to make a preliminary investigation. He referred 
to defeat of the Labor party in England as having indefinitely 
postponed the question of nationalization of railroads in that 
country, and to defeat of the Socialistic government in France. 
He said there was grave danger that the Socialistic party 
might be returned to power in France at any time, in which 
event the question of government ownership of French roads 
not now owned by the government might become acute. In 
view of these developments, he said, no further steps had been 
taken to make the contemplated investigation. 


Consolidation and Rates 


“Relieved, as they have been, of the immediate danger of 
government ownership,” Mr. Robinson said, “the owners 
of the roads, especially of the short lines, are now con- 
fronted with the alternative of either causing their roads to be 
merged or consolidated into one of the limited number of 
competitive systems about to be created under the provisions of 
the transportation act, or of retaining them and incurring the 
resultant risk of loss of traffic and revenue. 


“In my opinion, the consolidation of all of the roads into a 
limited number of systems constitutes the most important 
problem that confronts the railroads, as a whole, especially the 
short lines, and it is all the more serious because, from the 
very nature of conditions at this time, it is inevitable.” 

Mr. Robinson discussed the problem of making rates for 
strong roads and for weak roads. Said he: 


The public may be said to be chronic in its demands for lower 
rates, and it has been vociferous in its efforts to accomplish that 
end. It has protested and protested that the roads were earning too 
much, and has always attempted to prove its contentions by point- 
ing to the earnings of a few of the strongest systems, ignoring the 
very large number of roads that were not earning enough to meet 
their transportation obiligations. This very definite objection to 
paying rates that would be remunerative to each road, rendering it 
service, has dominated the various commissions to the extent 
that they have forced rates that are inadequate for many roads, 
and almost confiscatory for others. In other words, to prevent 
some roads from earning too much, they have forced a large number 
of other roads to accept rates that return less than the cost of the 
service. In this way, the public receives the benefit of the lowest 
rate possible; the strong roads are protected, and the weak roads 
are left to shift for themselves, and grow weaker. 


Mr. Robinson said that Congress, for the purpose of pro- 
tecting the broad public interest in all the railroads, not only 
the strong, but also the weak, passed the transportation act. 
He referred to section 15a and the consolidation provisions as 
two major or outstanding parts of the law intended to aid and 
protect the weak and short lines. Failure of the Commission to 
exercise fully its power over divisions of rates, he said, had 
resulted in the weak and great majority of short lines not 
obtaining sufficient revenue under the rates prescribed under 
section 15a. He said it might become necessary to appeal to 
Congress to amend the law so there could be no failure to 
poco aa “the broader view and effect which Congress in- 
ended.” 

The situation as to consolidation was reviewed by Mr. Robin- 
son. He said he was of the opinion that the Commission could 
not successfully formulate and adopt a map for the grouping of 
the railroads into a limited number of systems. He proposed 
amendments along the following lines to remedy the situation: 


First, Relieve the Commission of the practically impossible duty 
of adopting an all-embarrassing plan, and direct it to, as expeditiously 
a8 possible, divide the country into suitable districts, and adopt a 
oo or skeleton plan for the merger or consolidation of the roads 

ch. 

Second, Authorize and direct the Commission to select certain 
of the larger and stronger systems in each of the districts, and 
designate them as “Group Heads,’’ or systems into which other 
contiguous roads may be merged. The formal adoption of such a 
Plan, coupled with appropriate general rules governing the merger 


or consolidation of other roads, will enable all concerned to proceed 
intelligently. 
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Third, Provide that any ‘‘Group Head’’ system may acquire by 
purchase, lease, or in any other lawful way, any contiguous road, 
subject to the approval of the Commission; that approval to be based 
upon formal petition, and after full investigation and public hearing. 

Fourth, Confer upon each and every road not designated as a 
“Group Head” the right to file a petition with the Commission asking 
that it be allocated to such “Group Head’? system as it may de- 
termine, and that the Commission, after full investigation and public 
hearing, shall approve or disapprove, having in view the object 
a intended when authorizing the merger or consolidation of 
roads. 


In the event the Commission approves the application and allo- 
cates the applicant to a designated system, and that system should 
fail or refuse to acquire the road so allocated to it, the Commission 
should be required to constructively consolidate it with said system, 
and give to the allocated road such division of the joint revenue 


and treat it in all other ways, as a part of the system to which it 
has been allocated. 


Under the provisions of the law as it now exists, the Commission 
is directed, when considering any application for merger or con- 
solidation, to consider the value of the property of the road to be 
acquired, and in the final analysis it must fix or approve such 
value. It will be perfectly fair and consistent for the Commission ‘to 
determine, when necessary, the value of any road which it may 
allocate to another. In making such valuation the Commission should, 
of course, give the owner thereof the benefit of the same basis of unit 
and going value that is accorded to all others. 


This plan of authorizing the constructive consolidation of roads 
is strictly consistent with the right now accorded to roads seeking 
to acquire others, and in perfectly fair. They have the right to 
select any road that they desire, and ask the Commission for author- 
ity to acquire it. The plan here proposed gives the owner of any road 
the right to petition the Commission to place it in the position and 
condition that Congress intended it should be. 

Under this plan there would be considerable liberty of action 
upon the part of the owners of roads. If neither the “Group Head” 
system nor the owners of a given road filed a petition asking that it 
be acquired or allocated, it would remain as a separate property, 
which would indicate that it could continue alone and render the 
public efficient service. 


Recapture of Earnings 


Mr. Robinson said the recapture provision of the act had 
been held constitutional by the Supreme Court and that he was 
of the opinion that the principle of law had become a fixed 
policy of the government, and that it would be continued, at 
least until the majority, if not all, of the roads had been merged 
or consolidated. He said, however he believed that that part 
of the law was unfair to the railroads in at least three important 
respects. He said the test period for determining the amount 
of recapture was fixed at one year; that that limit was obviously 
too short; that a road might have abnormal earnings in one 
year and greatly reduced earnings in other years; that under 
the present law surplus funds were recaptured in the fat years, 
and roads from which these funds were recaptured took losses in 
lean years. He said this part of the law should be amended to 
the extent of fixing a test period of from three to five years, and 
the average annual earnings of each road, in the test period, 
be made the measure for determining the amount of the re- 
capture of excess earnings. A second objection to the present 
law, he continued, was that it made no adequate provision for 
the protection of roads that for one reason or another had a 
limited existence. He said he referred to roads that served 
special territories, in which raw material, such as minerals, 
timber, etc., were produced or consumed, and that recapture of 
what on the face of returns appeared to be excess earnings were, 
in fact, a partial return of the invested capital. He said, if such 
funds were recaptured, the owners would find themselves with 
substantial losses when the traffic was exhausted and their roads 
must be scrapped. He urged exemption of that class of roads 
from the recapture provisions. The third objection to the present 
law was that recaptured funds were not paid direct to the roads 
in need of aid, and he urged an amendment providing for 
payment of all recaptured funds, direct to the weak and short 
lines “in proportion to the deficit of a fair return incurred by 
each.” He said roads not earning operating expenses should 
be paid proportionately more than roads earning a part of a 
fair return. He said he recognized there were roads that did not 
render such a public service as to justify their continued exist- 
ence, and that the Commission now had the authority to issue to 
such roads a certificate of abandonment. He said the Supreme 
Court had definitely settled the right éf the government to re- 
capture excess earnings and that, as he saw it, there could 
be no question about the right of the government to use the 
recaptured funds as it might determine. 


Motor Vehicle Regulation 


Mr. Robinson reviewed briefly the situation with respect 
to proposed federal regulation of motor vehicles in interstate 
commerce and said he contemplated participating actively in an 
effort to obtain federal legislation to correct the injustice to 
short lines because of unregulated motor competitors. 


New Labor Bill 


Referring to the defeat of the Howell-Barkley railroad labor 
bill in the last session of Congress, Mr. Robinson said he under- 
stood that the labor organizations which framed that measure 
would renew their efforts at the coming session of Congress 
to obtain enactment of a bill. Continuing, he said: 
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We are advised and believe that a bill, somewhat modified from 
the former one, is being considered, and may be introduced. 

The proposed bill, if we understand it correctly, will provide for 
Boards of Adjustment, which “shall be created by agreement be- 
tween any carrier or group of carriers, or the carriers as a whole, and 
its or their employes.” Such Board, when created, will have very 
broad powers, in dealing with disputes between the carrier and its 
employes. 

In the event there is a dispute, which is not settled by agree- 
ment, the employe can demand the establishment of an Adjustment 
Board. If the carrier does not consent, the dispute can be taken 
to a Board of Mediation, with a provision that in the end the 
authorities created in the bill will not only settle the dispute, but 
create the Adjustment Board. 

The final result of a dispute that goes through the procedure 
provided will be filed with the Federal Courts and become binding 
upon the carriers, but there is an express provision that nothing in 
the proposed act “‘shall be construed to require an individual employe 
to render labor or service without his consent, nor shall anything 
in this act be construed to make the quitting of his labor or service 
by any employe an illegal act; nor shall any court of the United 
States, of any state, issue any process to compel the performance 
by any employe of such labor or service without his consent.” 

One of the most objectionable features is the provision requiring 
carriers or the employes to give at least thirty days’ written notice 
of any intended change affecting rates of pay, rules or working con- 
ditions. In every case, where such notice has been given or con- 
ferences are being held, or where the service of Board of Mediation 
have been requested or proffered, the rates of pay, rules or working 
conditions shall not be altered by the carrier until the controversy has 
been finally acted upon, as therein provided. 

The effect of such a law would be to freeze present wages, rules 
and working conditions, and in so far as the short lines are con- 
cerned, would prove to be a serious obstacle in the operation of 
their roads. 

We will send to members, copies of the bill as soon as intro- 
duced, and will exert every effort to prevent the passage of a bill 
containing provisions that will be unfair or unjust to them. It is 
now apparent, however, that we will have to have the united and 
unlimited aid of all if we are to succeed. 


Hoch-Smith Resolution 


After reviewing the steps taken under the Hoch-Smith reso- 
lution, Mr. Robinson said: 


So far as I have been able to learn, practically all of the fully 
informed and experienced traffic people of the country agree defin- 
itely that there is no need or justification for such an unlimited 
investigation and readjustment of rates as provided for in that 
resolution. In addition to that fact, it is apparent to those who know, 
that the great majority of rates on agricultural porducts and live 
stock are not now remunerative, hence the object in view, and the 


order of Congress cannot in that respect be fairly and successfully 
accomplished. ; 


The provisions of that resolution are such as to make prompt 
action by the Commission, in its attempt to reduce rates on agri- 
cultural products and livestock, practically impossible. It must, 
if it is to do its duty, make a thorough and intelligent investigation 
of rates generally before it can determine whether a reduction of 
agricultural rates may lawfully be made effective. A thorough inves- 
tigation directed by the resolution will involve millions of rates, 
which cannot be made in a short period, but will probably require 
several years, and cost both the government and the carriers a very 
large sum of money. In the meantime, there can hardly be an intel- 
ligent reduction in rates in favor of the special agricultural class 
mentioned in the resolution. 

We understand that an effort will be made to repeal that res- 
olution. We anticipate, however, that Congress will refuse, hence 
that the Commission will proceed in its efforts to comply with its 
instructions. Every member of this association, and all of their 
rates, are directly or indirectly affected, and they should prepare 
to participate in the work of protecting, not only their own revenue, 


but that of all other carriers in which they are directly or indirectly 
interested. 


State Legislation 


Bills adversely affecting the carriers were introduced in 
several state legislatures last year, Mr. Robinson said, adding, 
however, that fortunately, “the baiting of the carriers by design- 
ing persons and politicians is not now as popular as formerly, 
and but little of such legislation was enacted.” He said the 
people of California would vote, in November, 1926, on an amend- 
ment to the state constitution which, if adopted, would reduce by 
25 per cent taxes of every separately operated steam railroad in 
California of less than 250 miles in length, making a total saving 
for a year for those carriers of approximately $140,000. This 
proposed amendment was advocated by short line association 
officials. 


Florida-Cuba Tour 


In‘ connection with the meeting, the association arranged 
for a tour of the principal points of interest in Florida and Cuba, 
including entertainment and local sight-seeing trips provided by 
various chambers of commerce and other organizations. The 
itinerary included stops at Jacksonville, St. Augustine, Fort 
Pierce, West.Palm Beach, Miami, where three days were to be 
spent, Key West, a trip to Havana via the “Overseas” section of 
the Florida East Coast, a tour of Cuba, and return via the Sea- 
board Air Line’s new road and the Charlotte Harbor & Northern. 
On the return trip stops will be made at Arcadia, Boca Grande, 
Tampa, St. Petersburg, Palmetto, Bradenton, Sarasota, Haines 
City, Orlando, Ocala and Gainesville which will be reached on 
November 17. 


ABANDONMENT APPLICATION 


Authority to abandon nine miles of line between Benton 
and Jamison City, Pa., has been requested by the Bloomsburg 
& Sullivan because of lack of traffic. 
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COMMERCE DEPARTMENT REPORT 


The condition of transportation by rail, ocean shipping, and 
agriculture in the fiscal year ended June 30, 1925, is summarized 
in excerpts from the annual report of the Department of Com- 
merce, issued November 7, as follows: 


Transportation 


Greater traffic was handled during the fiscal year 1925 than ever 
before in our railroad history. Our railroad facilities proved equal 
to the heavy demand placed upon them, and this traffic was handled 
not only with practically no car shortage but also with greater speed 
than in previous years. The highly successful operation of our rail- 
roads during the last fiscal year reflects the greatest credit upon 
the efforts of the managers and employes, aided by the co-opera- 
tion of the shippers and receivers of freight. The Regional Advisory 
Boards, committees of shippers and receivers of merchandise which 
have now been formed throughout the United States, have been 
an important factor in enabling.the railroads to care for increasing 
traffic and at the same time reduce delays in loading and unload- 
ing freight. The steady increase in ratios of car and train loadings 
represent a great contribution to efficiency. 

Car shortage and delays of traffic in transit tend to increase com- 
modity prices for the consumer and to reduce the income of the 
producers, and at the same time impair the carrying capacity of 
the railroads. Economic losses arising from these costs have been 
largely minimized. Extensions of terminals and the problem of 
rate adjustments are still before us. The problems of railroad con- 
solidations are yet to be solved. Improvement in railroad finances 
and services is dependent upon the solution of these problems. That 
transportation facilities shall keep pace with the demands upon 
them is necessary for our economic stability. 

The following tables show the essential items in our transporta- 
tion situation as compared with the three previous fiscal years: 





———- Year ended June 30 — 
1922 1923 1924 1925 
Freight, ton mileage (mil- 
ee aa ee 351,536 431,035 436,737 437,328 


Average weekly car loadings 782,000 908,000 942,000 955,000 
Carloads of all commodities.40,657,504 47,192,796 48,991,763 49,638,148 
1 





Gt tons per TAIN. .<ccccess ‘ 656 704 706 73 
Net tons per loaded car..... 26.8 27.7 27.2 27.0 
Averages daily car surplus.. 272,756 36,399 187,554 252,410 
Average daily car shortage.. 2,410 74,689 ' 2 
Bad-order cars: 

Average for year........ 339,369 241,218 170,546 194,519 

Number at end of year... 324,583 190,411 194,869 198,468 
Bad-order locomotives: 

Average for year........ 15,764 16,089 10,838 11,514 

Number at end of year... 14,412 11,450 11,034 10,917 
Number of employes........ 1,643,000 1,770,000 1,850,000 1,765,169 
Total operating revenues 

C000 Golers) ..cccccvcs 5,508,169 6,104,274 6,120,646 6,009,956 
Net operating income (1,000 

eee ae 818,345 873,777 924,674 1,033,852 

Calendar year ———————— 
1921 1922 1923 1924 

Number of locomotives: 

SID, iace wa cbralsewi eta 1,330 1,226 4,360 2,775 

CS eee ee 1,130 1,682 3,746 2,524 

In service end of year.... 64,949 64,512 64,948 65,006 
Number of freight cars: 

OS EO eer 63,406 105,394 232,060 155,178 

ME ccc elakia gues ect aeie aes 69,245 126,471 213,789 117,727 


In service end of year... 2,344,780 2,332,286 2,345,591 2,348,676 





Note—Certain of the above items relate only to Class I roads 
which, however, include about 98 per cent of the total. 


Ocean Shipping 

Thé percentage of the volume of our oversea foreign trade car- 
ried in American ships increased one per cent during the calendar 
year 1924, from 40 to 41. Privately-owned American vessels in 1924 
gained two points over 1923, carrying 29 per cent, while Shipping 
Board vessels transported 12 per cent as compared with 13 in 1923. 
The American sea-going merchant fleet, 500 gross tons and over, 
totaled 12,250,000 gross tons at the beginning of 1925, a decline of 
538,000 tons during the year 1924, which represents largely the ton- 
nage of vessels scrapped. For this and other reasons idle American 
tonnage declined slightly during the year ended June 30, 1925, while 
the idle tonnage of other countries increased. In general American 
trade was adequately served during the year. Some progress was 
made in transferring government-owned ships to private companies. 

Agriculture 

Advances in prices of agricultural commodities, together with 
a large volume of production and marketing, caused the farm income 
to reach a greater total in the crop year 1924-25 than in any year 
since 1920-1921. Price advances were very pronounced in the case 
of the various grains. Some weak spots continue but the general 
situation is much improved. 

September forecasts indicate that the aggregate output of all 
crops during the present year will be about 6 per cent smaller than 
last year, but this will probably not adversely affect farm communities 
since it has been just about offset by advances in agricultural prices. 
The wheat crop this year is about one-fifth smaller than last year, 
and the potato crop is the smallest since 1919, whereas production of 
corn, barley and cotton has increased. Prices of all kinds of meat 
animals, dairy products, and potatoes on October 1 were substantially 
higher than a year earlier, but prices for all grains except wheat 
were lower. As a result of the successive rises in the prices of 
cotton, grains, and animal products during the past three years, 
the agricultural industry has now reached a better adjustment with 
other industries than at any time since the war. 


N. |. T. L. MEETING 


The National Industrial Traffic League will hold its annual 
meeting at Chicago, November 18 and 19. The annual dinner 
will be held at the Hotel Sherman, at 6:30 p. m., November 18. 
Speakers at the dinner will be President C. H. Markham, of the 
Illinois Central, whose subject will be “The Path of Railway 
Progress,” and Ralph E. Heilman, dean, Northwestern Uni 
versity, school of commerce, whose subject will be “Government 
and Business.” 
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OCEAN FREIGHT RATES SOFTER 


The Traffic World New York Bureau 


After several weeks of steady or advancing rates for full 
cargoes, the charter market has appeared softer in the last few 
days. This change has been caused by the large number of 
vessels headed for U. S. Atlantic ports from England with ship- 
ments of coal. As these vessels will be looking for return 
cargoes for this side, shippers anticipate more competition and 
some lowering of rates to attract business. Whether this fore- 
cast is justified will develop shortly. Meanwhile, current quo- 
tations are fairly steady. 

The most significant news of the week was the decision of 
the Pacific Coast Committee of the Intercoastal Conference to 
increase rates an average of about ten per cent early next year. 
Intercoastal traffic has been improving for some time, and has 
been strengthened recently by the enormous increase in ship- 
ments from north Atlantic ports to Florida, which has not only 
employed existing lines fully but has led to the inauguration 
of a number of new services. 

The overseas grain trade was less active, due to advancing 
prices and the disposition of shippers to await further develop- 
ments. Several vessels were fixed from Atlantic ports to the 
Continent at 13 cents a 100 pounds, to the Mediterranean at 16 
cents, and from Montreal to the Mediterranean at 19 cents. 

Activity in the coal trade was confined almost entirely to 
imports, due to continuance of the mine strike and the con- 
sequent increase in the demand for soft coal for domestic use. 

The sugar and lumber trades showed little change. 

Some changes in westbound rates from the Gulf to the Pa- 
cific are expected to be made at a series of meetings about to 
be held by representatives of the reorganized Gulf Conference. 

Congestion at Miami is giving shipping concerns a good deal 
of trouble, since the demand for building materials and the 
embargoes declared by the railroads has resulted in the estab- 
lishment of new water services to the boom city. A short time 
ago it was reported that twelve steamships were inside the 
harbor at Miami waiting for berths ,while seventeen other ves- 
sels were anchored outside awaiting a place inside. 


Because of the shortage of spot tonnage for West Indies 
trade, another American steamer has been taken by one of the 
regular operators. The Munson Steamship Line chartered the 
steamer Sunewarkco, of the Transmarine Line, for a round trip, 
spot delivery. This is the third vessel of the Transmarine Line 
taken in the last few weeks. 

Rate increases voted by the Pacific coastwise conference 
affecting the Columbia River-California tariff, include an ad- 
vance of about 2%% cents a hundred pounds on wheat, flour and 
mill feed and gains averaging about 1 cent covering canned 
goods, sugar, rice, salt, beans and such commodities. The 
changes mean a restoration of rates to the level of six months 
ago, when reductions were determined on to meet charges of 
non-conference carriers. Members of the conference are: Pa- 
cific Steamship Company or Admiral Line, McCormick Steam- 
ship Company, Nelson Steamship Company, Los Angeles Steam- 
ship Company and Bayside Steamship Company. 

Officers of the Admiral Oriental Line, which operates the 
fleet of the American Oriental Mail Line from Seattle to ports 
in the Orient, said the Philippine trade was excellent and that 
Japan’s commerce was recovering rapidly from the recent de- 
pression. Both import and export tonnage on the trans-Pacific 
route is increasing and heavier shipments of wheat, lumber, 
flour and other northwest products are moving. 


Freight shipments from New York and Boston to Savannah, 
Ga., and the interior this fall are averaging an increase of about 
twenty per cent over traffic last year, due partly to consignments 
in transit for Florida and partly to general improvement in 
business conditions in south Atlantic states, according to a 
statement from E. R. Richardson, vice-president and general 
manager of the Savannah Line, who returned to New York this 
week from a trip to the Georgia port. 

“The great business activity in Florida is having its reflex 
in all southern states,” said Mr. Richardson. “Approximately 
one-fifth of our freight traffic consists of shipments over our 
rail connections to Florida points. There has also been an ad- 
vance in trade with Savannah itself, where building and real 
estate have taken on increased activity. 

“The decision of the Seaboard Air Line to move its oper- 
ating headquarters from Norfolk to Savannah, which has taken 
place in the last two weeks, is an indication of the growing 
business in the southern section. By this move the Seaboard 
has put its principal offices nearer the center of business.” 

_. The agricultural and business outlook in the South is sat- 
isfactory generally, Mr. Richardson said. 

Before sailing from New York for England, P. A. S. Frank- 


Hin, Dresident of the International Mercantile Marine Company, 
Said: 


ae is a pleasure for me to confirm the reports that the American 
Line will enter the coastwise trade in December by placing the steam- 
ship Kroonland in service between New York and Miami. Later we 
may build tonnage for this trade. 
Our country’s coastwise shipping is protected by adequate, favor- 
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able laws. Its vessels engaged in deep water traffic are not. That 
is why the American Line, which carried the American flag back 
and forth across the Atlantic in the passenger business for more 
than half a century, is now going into coastwise business. How- 
ever, the American Line is more interested in the trans-Atlantic 
trade, and is anxious to get back into it. It would be only too glad 
to do so if it could secure the co-operation of the government. 

Intercoastal trade is also protected, and we are showing our faith 
in its future by starting an extensive building program for the 
Panama-Pacific Line, with an order placed this week for a 22,000 
ton ship, the largest yet to be built in an American yard, and the 
the first of three similar type that we expect to put into service in 
our established trade between New York and California. 

We anticipate gradual and steady growth in both the coastwise 
and — fields that should give us a proper return on our 
investment. 


CONTROVERSY OVER SHIPS 


The Traffic World Washington Bureau 


Renewal by the War Department of a request that the 
American Legion and the Southern Cross, two of the four Pres- 
ident-type ships operated for the Shipping Board between New 
York and South America by the Munson Steamship Line, be 
transferred to it for use as transports brought opposition this 
week from Shipping Board members. 

The request for the vessels, which was originally made 
some time ago and which was turned down by the board, came 
through the office of the general coordinator of the government 
whose duty is to see that surplus government property not 
desired by one department is transferred to another department 
that may wish it. 

Chairman O’Connor instructed Shipping Board counsel to 
protest to the coordinator against any action looking to transfer 
of the ships in question to the War Department while other 
members of the board asserted they would not even have a rep- 
resentative of the board appear before the coordinator because 
the ships were not surplus property and the coordinator had 
no jurisdiction over them. 

Board members declared that to transfer the two vessels to 
the War Department would ruin the Pan America Line and give 
foreign competitors the business now handled by the board’s 
vessels between New York and South America. They said they 
could not understand why the transfer proposal had been re- 
newed in view of the fact that the board had taken definite 
action against such transfer. 

Chairman O’Connor said the communication from the War 
Department asked that negotiations looking to the sale of the 
ships be held up pending a decision in the matter. The board 
has offered the War Department the Mt. Vernon and the Aga- 
memnon, two ex-German passenger vessels that are tied up. 
These vessels would need reconditioning to make them fit for 
service. The vessels asked for by the War Department are the 
“cream” of the board’s passenger fleet, Chairman O’Connor said. 


MERCHANT MARINE CONFERENCE 


Business interest in the solution of the shipping problem 
and the establishment of a permanent national merchant marine 
policy will be brought to a focus at a meeting of the National 
Merchant Marine Conference, in Washington, November 16 and 
17, under the auspices of the Chamber of Commerce of the 
United States. 

Representatives of all branches of industry and commerce— 
ship operators and ship builders, exporters and importers, agri- 
cultural leaders and others interested in the problem—will for- 
mulate recommendations looking to the maintenance and devel- 
opment of shipping facilities necessary for American foreign 
trade. 

The gravity of the shipping situation from the business view- 
point is emphasized by John W. O’Leary, president of the na- 
tional chamber, in the call for the conference. 

“The situation of our merchant marine today,” he said, “is 
a serious one. If a sound solution of the problem is not worked 
out in the near future, it seems not at all unlikely that our 
country will gradually slip back to the unfavorable position with 
regard to shipping which it held before the war, when less than 
ten per cent of our foreign trade was carried in American bot- 
toms.” 

As a starting point for its deliberations the conference will 
have before it the reports of four committees, each covering an 
important phase of the shipping question and the consensus of 
views expressed at a series of regional meetings held at Seattle, 
Tacoma, Portland, San Francisco, Los Angeles, Salt Lake City, 
Denver, Detroit, Chicago, Savannah, New Orleans, Houston and 
Galveston. The four reports, upon which representative com- 
mittees have been at work for several months, will deal with 
the relation of the merchant marine to American foreign trade 
and national defense, government administrative and regulatory 
relations to shipping, government aids to shipping and the dis- 
posal of government-owned ships. 

In approaching the problem, the first committee, of which 
General J. G. Harbord, resident of the Radio Corporation of 
America, is chairman, lays down the principle that the merchant 
marine should be brought entirely under private operation and 
control. The shipping situation as it exists today and the needs 
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to be met by American merchant marine are outlined in the 
following recommendations and conclusions of the committee: 


There is practically unanimous agreement upon the principles, 
stated in the preamble of the merchant marine act, 1920, that 
there should be an adequate United States merchant marine and 
that ships now owned by the government should be transferred 
as speedily as possible to private ownership and operation. There 
are, however, serious obstaacles to the accomplishment of these 
purposes and there is urgent need for the enactment of measures 
to these ends. 

The world’s supply of vessels of over 100 gross tons has in- 
creased from 49,089,552 tons in 1914 to 64,641,418 tons in 1925. 
The American merchant fleet, including that on the Great Lakes, 
has increased in this period from 5,323,048 tons to 15,377,480 tons, 
more than 75 per cent of this increase representing tonnage built 
by the United States Shipping Board. A considerable amount of 
the above tonnage is, however, unserviceable or unfitted for over- 
seas trade. Of serviceable tonnage available for use in long-haul 
trades, i. e., of steamers over 5,000 tons gross, there is at present 
a world surplus of 20 to 50 per cent, or from 4,500,000 tons to 
7,000,000 tons, the bulk of this surplus, however, being of slow 
and inferior types. 

Of the steam vessels over 1,000 tons gross under the American 
flag 2,000,000 tons are on the Great Lakes, 2,250,000 tons are ocean- 
going tankers, 2,000,000 are in the coastwise trade, 850,000 tons 
are privately qwned vessels in the foreign trade, and 1,900,000 
tons Shipping Board steamers in the foreign trade, or a total of 
9,000,000 tons in service. Besides this 3,800,000 tons belonging to 
the Shipping Board and 350,000 tons privately owned are laid up 
out of service. 

While there is a marked stagnation in shipbuilding in the 
United States, the commercial tonnage under construction through- 
out the world in 1925 amounted to 2,369,851, or nearly the prewar 
normal. This new construction consists chiefly of vessels of im- 
proved types, including motor vessels, the construction of these 
new types being economically practicable, due to their superiority 
in operation in competition with older vessels. 

Since 1913, on the principal trade routes of the world, there 
has been a marked increase in cargo-liner and combination pas- 
senger-and-cargo liner service, and a decrease (from 40 per cent 
to 19 per cent) in the foreign trade carried in chartered or tramp 
vessels, the regularity and frequency of sailings afforded by liner 
services being of great importance to the development of foreign 
trade. There is practically no American tramp tonnage in for- 
eign trade, it being generally impossible for American vessels 
ee operating costs to compete in the open world tonnage 
market. 

In general, Shipping Board steamers in our foreign trade are 
carrying commerce which before the war was in part served 
by steamers under foreign flags, and in part not served by direct 
steamship services (the business, if conducted at all, being carried 
on by roundabout routes generally involving transshipment at 
foreign ports). There is widespread recognition on the part of 
exporters and importers of the fact that these direct and regular 
services are having an important effect in increasing American for- 
eign trade and broadening the market for our surplus agricultural 
and industrial products. Shipping Board tonnage maintains a 
considerable part of these services and, while this tonnage should 
as promptly as possible be transferred to private ownership and 
operation, it is vital that the arrangements for its transfer should 
provide for maintenance of the necessary tonnage to serve this 
foreign trade. 

The overseas trade routes shoown on the map attached to 
this report appear to be reasonably serving the requirements of 
our present foreign trade. However, only 42 per cent of our 
foreign overseas commerce is being handled in American bottoms. 
There is little, if any, evidence of an undesirable surplus in these 
services, and practically no well defined demand for additional 
nah ine (other than for increase in refrigeration on certain 
routes). 

A continued expansion of this trade is, however, to be antici- 
pated which in the future will call for additional tonnage and 
will eventually require the operation of additional lines. This, 
with the improvement of American vessel types, and such aid as 
is necessary to enable them to compete, will offer the opportunity 
for increasing the American merchant fleet as contemplated by 
the merchant marine act. 

In general, the requirements for the national defense cor- 
respond with the requirements of a well balanced merchant 
marine to meet the needs of our foreign trade. These needs, in 
addition to existing American tonnage in active service, are 
chiefly for cargo liners of an improved type and combination 
passenger and cargo liners. Any government aid extended should 
be designed to promote the construction of these improved types. 
High-speed passenger express steamers suitable as naval aux- 
iliaries and other special types needed for naval purposes are 
also needed, but as these types are not required in the interest 
of our foreign trade any special aid for the purpose of securing 
such vessels should be provided for through admiralty subventions. 

In addition to providing for the maintenance of a merchant 
marine in private hands under the American flag adequate to 
the needs of our foreign trade and national defense, it is of great 
importance that measures should also be taken to aid the de- 
velopment of the widespread organization and the facilities neces- 
sary for the success of such a merchant marine, including Ameri- 
can agencies in foreign ports, adequate terminal facliities in all 
such ports, American banking institutions in foreign countries, 
an increase in American marine underwriting, and maximum co- 
operation of the consular, diplomatic and trade promotion agen- 
cies of the government. 

Exporters and importers in foreign countries make a very 
general practice of specifying wherever possible that their goods 
be shipped by vessels flying the flag of their nationality. Ameri- 
can merchants have an opportunity similarly to favor American 
vessels in connection with their purchases f. o. b. foreign ports 
and, in some cases, in connection with shipments abroad. It is 
also of great importance that general popular patronage of 
American freight and passenger vessels on the part of American 
citizens be stimulated in every reasonable manner. 


INVESTIGATION OF BOARD 


H. G. Dalton, of Cleveland, who was appointed by President 
Coolidge to investigate conditions at the Shipping Board and 
Fleet Corporation and to submit a report with recommendations 
for improvement in those conditions, has not submitted his re- 
port to the President, it was said at the White House this week. 
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The President has not been in touch with Mr. Dalton since the 
latter’s visit to the White House several weeks ago, it was said. 
The President inquired for Mr. Dalton last week but found that 
he was not in Washington. It was said the President had no 
idea how Mr. Dalton was getting along with the investigation 
except that the President’s general confidence in his ability gave 


assurance that an adequate investigation and report would be 
made. 


INTERCOASTAL RATES ADVANCED 


The Traffic World New York Bureau 


Elimination of carload and less than carload rates and the 
substitution of an “any quantity” or flat rate on dry goods, cloth- 
ing, drugs and chemicals shipped from Atlantic to Pacific Coast 
points has been proposed in the Intercoastal Conference. The 
matter was on the docket for consideration at last week’s meet- 
ing, but was not acted on. It will come up for consideration at 
the next meeting, November 12. 

Considerable opposition to the plan is reported to have de- 
veloped among wholesalers and jobbers on the Pacific Coast. It 
is asserted that the proposed change would eliminate any advan- 
tage they might derive through large purchases in competition 
with the smaller dealers, though the latter have been able to get 
carload rates by grouping their shipments with the co-operation 
of forwarders and receivers and having them consigned to one 
name. 

It is understood that the suggested change is the result of 
the efforts of one of the large intercoastal lines to have the car- 
load minimum reduced on account of its increased sailings. This 
reduction was opposed by the other lines. It is believed by some 
that a flat rate might swell the income of the lines, but others 
fear that it might divert shipments to the rail lines. 

Intercoastal eastbound freight rates, excepting lumber, were 
advanced approximately 10 per cent by the Pacific Coast Com- 
mittee of the United States Intercoastal Conference at a special 
meeting. The advances on the so-called seasonal commodities 
are effective March 1, 1926, and on the other commodities Jan- 
uary 1. 

The conference action is regarded as the most important 
rate adjustment on the Pacific Coast in years, affecting hundreds 
of thousands of tons of cargo annually. Proportionate raises in 
Pacific Coast-European rates are expected to follow. Excepting 
only the effective dates, the changes were exactly as predicted 
by the Herald Tribune correspondent several days ago. 

The carlot rates on canned goods, dried fruit, beans and 
high-density cotton were advanced uniformly 5 cents and wool 
10 and 15 cents, effective March 1. The tariff for this seasonal 
group was announced in detail, but the revision of the less im- 
portant items was left to a committee of four, who are to report 
back by November 10. The committee was instructed to ad- 
vance these rates 10 per cent, except in specific cases where 
competitive conditions do not warrant. The representatives of 
the American-Hawaiian, Luckenbach, Argonaut and Panama-Pa- 
cific lines comprise this committee. 

Following are the carlot rate increases in the seasonal 
group: Canned goods, beans and high density cotton, 40 to 45 
cents; dried fruit, in bags, 70 to 75 cents; cotton, in gin bales, 
$1 to $1.10; cotton, standard density, 80 to 90 cents. 

Wool rates, which are for any quantity, were raised as follows: 
Compressed, in bales, 75 to 85 cents; grease, in bags, 90 cents 
to $1; scoured, in bales, 90 cents to $1; scoured, in bags, $1.50 
to $1.65; less than carlot rate increases are: Canned goods, 
60 to 70 cents; dried fruit, in cases, 75 to 85 cents; dried fruit, 
in sacks, 95 cents to $1.15; beans, 60 to 70 cents; cotton, high 
density, 60 to 70 cents; cotton, in gin bales, $1.50 to $1.65; cot- 
ton, standard density, $1.20 to $1.35. 


SHIPOWNERS PLAN NEW POLICIES 


The Trafic World New York Bureas 


Plans made by the American Steamship Owners’ Association 
to formulate a constructive rational policy on shipping affairs 
were outlined at the quarterly meeting of the association in New 
York this week by President Alfred Gilbert Smith. Recommen- 
dations of the association have already been prepared, but, in 
addition, the steamship lines are co-operating with the United 
States Chamber of Commerce and other organizations to gain 
nationwide support for definite measures. Mr. Smith said: 


With the reassembling of Congress, it is certain that attention 
will be directed to various phases of the question of the merchant 
marine. Your officers and executive committee will give close study 
to the situation as it may arise. We are in the fortunate position 
that we are prepared ourselves with definite recommendations as 
to national shipping policies that ought to be pursued, and we are 
confident that our recommendations, which have been given the 
widest possible circulation, will receive the consideration to which 
they are entitled, because of their specific and comprehensive char- 
acter and because of the fact that they embody the mature opinion 
of the entire shipowning body of the United States. 

A movement of wide scope, through the Chamber of Commerce 
of the United States, proposing to inquire into the disabilities of 
our merchant marine in foreign trade and the proper status of_the 
Shipping Board and Fleet Corporation, is well under way. With 
this undertaking we have been in close co-operation, some of our 


-~ Ao a 





he 
id. 
lat 


ion 
ve 


eau 


the 
th- 
ast 
‘he 
et- 


de- 

It 
an- 
ion 
et 
ion 
yne 


ar- 
his 
me 
ers 


ere 
ym- 
‘ial 
ies 
an- 


ant 
ads 


ing 
ted 


ind 
ool 
nal 
im- 
ort 
ad- 
ere 


Pa- 
nal 
les, 


WS: 
nts 
|.50 
yds, 
uit, 
igh 
cot- 





























November 7, 1925 THE TRAFFIC WORLD 1093 


officials serving on various committees and the Association itself 


sinistral 
furnishing such precise information as has been desired. The Cham- TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 


per of Commerce of the United States will make this undertaking 





the basis of a nation-wide questionnaire to the merchants, manu- ST. JOSEPH, MISSOURI 
facturers, bankers and other men of business throughout the coun- - 
try, organized in their local chambers of commerce, and boards of GEOGRAPHICALLY a “ 
trade. ever before has there been an inquiry of this sweeping ra ma hd 
character, With such careful preparation. Important results are LOCATED TO RENDER eat at 
to be expected of it for the enduring benefit of the merchant marine. DISTRIBUTORS 
It is anticipated that the final outcome of the inquiry of the national = 
chamber a + recommendations for action by the executive DISTINCTIVE WAREHOUSE 
and legislation by Congress. 

In the course of this inquiry, the joint recommendations of the AND FORWARDING 
American Steamship Owners’ Association, the Pacific American SERVICE 


Steamship Association and the Shipowners’ Association of the Pacific, 
framed at the series of conferences in the fortnight of April 27- 
May 9 last, to which I referred at length in my quarterly report 


of August 3, are being given especial consideration. These recom- . ° . Md 
mendations constitute the only definite program for the future of q Trucking—Distributing 
the —— marine =, —< on behalf of any =. in St F di 
America. ey represen e€ unanimous agreement o merican —— 

shipowners participating in the conference. Their significance has orage orwar ing 


been generously acknowledged by the officials of the Chamber of 
Commerce of the United States. 


nerce o nit tes. ‘ied ta ial ‘ LARGEST HANDLERS OF 
Through a special committee, e association is endeavori oO 
wa a proper and necessary amendment of a propesal “a Ge | CARLOADS IN MICHIGAN 


ship repair yards to_ limit their liability to $100,000 in the case of 
ships under repair. Co-operation both of the repair yards and of the 


underwriters has been secured, and a sub-committee is now at work ewe 524 Eighth St., DETROIT 


upon an amended plan that will deal justly with all concerned. 
Under the auspices of the tank steamer committee, negotiations 

with the representative shipowners’ organizations of Europe have been 

under way with every prospect of success, in the matter of securing MEMBERS AWA. O.W.A. 


POSITIONS WANTED OR OPEN Er 
connection where advancement is assured; 12 years’ experience with T = ont M i Pe IN = 


POSITION WANTED—Traffic man, 30 years old, desires a reliable 
rates, “a, ete Address O. S. S. 865, care TRAFFIC WORLD, BU/LOS BETTER BUSINESS 
Chicago, 4 
MERCANTILE WAREHOUSING AND DISTRIBUTING 


DENVER, COLORADO | ALBANY, N. Y. | 


























Kennicott-Patterson Warehouse Corporation Albany is the natural distributing point for New 

STORAGE AND DISTRIBUTION OF York and New England. Splendid warehouse 

ood facilities for every need. Direct track connec- 

Merchandise and Household G - tions with all railroads running into Albany. 
Serving many large National Distributors. Write us for information and rates 


1700 Sixteenth Street, DENVER, COLORADO Albany Terminal & Security Warehouse Co., Inc. 


EM MERIDITH CO.| (om CHICAGO 


Warehouse 


R 72Mdeercars toaded | MIUNDYIUAUU ELUM Ta mel 


every 24 hours for shipment 1020 South Canal St., near Taylor St. 
over 16 different routes.~ Teaming of Every Description—City Delivery Service 


R.R.SIDING — SHORT HAUL TO ALL DEPOTS and Carload Distributors 





SOUTH BEND, IND. 


Seal | WARNER WAREHOUSE CO. 


Merchandise Storage and Distribution 


Merchandise Storage and Distribution 
Minneapolis—St. Paul Grand Forks, N. D. 


New York Central Siding—Free Switching—Pool Car 
Distribution—Negotiable Warehouse Receipts Issued. 
Members: American Warehousemen’s Ass’n 






PHILADELPHIA, PA. Pool Car Distribution 


Railroad Sidings—Motor Truck Delivery—Freight Bills Audited 


Mutual Transportation Co., Inc. 


Main Office: 121-123 North Front Street 
We solicit your inquiries on L. C. L.—S. C. ank P. C. Shipments 
STORE DOOR DELIVERIES 
Members Philadelphia Chamber of Commerce 







JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 









Henry Coburn Storage & Warehouse Co., Indianapolis 


eo oe Orders Filled and Enroute the Day Received. No Trap Car Delays. 
—— a aes. We Operate Our Own Truck Equipment. 


Merchandise Storage — Quick Shipments — Distribution Cars 
“Coburn Service for Efficiency’’ 


SR mg 
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uniform international agreement on a reduced freeboard for vessels 
carrying oil in bulk. Proofs of American experience on this point in 
the period of the world war and afterward have been carefully pre- 
pared and transmitted to our fellow-shipowners abroad, with the 
result that their opinion is strongly inclining in favor of such an 
international agreement as is sought, that would prove to be of 
very great value to our tanker companies engaged in foreign trade, 
and also to the tanker companies of other countries, in making the 
recognition of a more favorable freeboard a matter of uniform world 
practice. 

By an understanding reached last spring when a bill advanced by 
the Panama Canal authorities was set aside at the request of this 
association, because it increased the amount of toll payments by 
several of our companies using the Panama Canal, fully attended 
conferences have been held this autumn of companies interested in 
the Panama Canal trade, and recommendations have been reached 
that the adoption of a single basis of measurement and tolls at Pana- 
ma—the so-called Panama measurement method—woyld be accept- 
able to us if the legislation establishing it specified that the rate 
of toll payment should be not more than 80 cents per net ton. 
This decision of our Panama Canal companies was communicated in 
a final conference to Colonel M. L. Walker of the United States 
Army, governor of the Panama Canal Zone. The governor and his 
colleagues in authority over the Panama Canal now have this sub- 
ject under consideration, together with a request advanced on our 
behalf that the hours of operation of the Panama Canal be increased 
in the interest of convenience and economy. 

Within a few days protest has been made on behalf of the 
association against the effort of certain southern interests to secure 
cargo steamers from the Shipping Board at a low rate of bare 
boat charter to engage in the coastwise service to and from Miami. 
It was represented by us that the amount of privately-owned ton- 
nage available for the trade with Miami was adequate for all needs, 
and that the present difficulty of the situation was one of lack of 
adequate terminal and handling facilties at Miami. This repre- 
sentation was successful, and the application to the board for cargo 
ships for bare boat charter for this service has been refused, the 
board wr that it was convinced that sufficient tonnage was at 
hand, and that it was against its general policy to make govern- 
ment-owned ships available for competition in the coastwise trade of 
the United States. 


CHARTER RATES ADVANCE 


A slight increase in freights on full cargoes is reflected by 
the index of the transportation division of the Commerce Depart- 
ment for the third quarter of 1925. In that period the general 
level of rates rose to 97.5 per cent of the 1911-13 average, after 
having fallen to 96 per cent in the preceding quarter. In com- 
parison with the third quarter of 1924, however, rates were 
lower by 4.5 per cent. Continuing, the division said: 


Surplus tonnage still weighs heavily on rates and operates against 
their rapid recovery, but it is probable, in view of signs of expanding 
trade, that the worst of the depression has passed. Shipowners, how- 
ever, in recollection of recent disappointing experiences, are refrain- 
ing from definite predictions as to the immediate future. 

Of the trades considered in the index, there were improvements 
in the rates on wheat from the River Plate and Australia to Europe, 
on lumber from the United States to the same destination, and on 
coal from the United States to the River Plate. In other trades rates 
declined. The figures used in compiling the index follow: 


CHARTER RATES ON REPRESENTATIVE TRADE ROUTES, 
JULY-SEPTEMBER, 1925 


Second quarter Third quarter 
Commodity and Route High Low High iLow 
Coal: Ss. dad S. 4. es &@ &. 4&4 
United Kingdom to River Plate....... 20 6 14 3 21 0 13 0 
United Kingdom to Genoa............ .. 9 7 § 9 8 6 9 
United Kingdom to Port Said......... 11 3 10 0 11 0 7 9 
United States to River Plate.......... 17 9 15 9 17 6 16 3 
Wheat: 
River Plate to United Kingdom or 
PE eae aca UR 18 6 10 9 21 0 10 9 
United States (Atlantic) to United 
ND, evecay Hee res wee see ee woelss 3 S 7% § 8 1 9 
Australia to United Kingdom......... St €6 HWS 43 9 36 3 
Lumber: 
United States (Gulf) to River Plate...151 3 146 3 155 0 147 6 
United States (Gulf) to United King- 
Sk eee 130 0 130 0 () (@) 
Rice: 
Burma to United Kingdom or Con- 
DUE. | - geGsleeswedeueesanesawedineo els (@) (@) 27 0 25 
Sugar: 


Java to United Kingdom or Continent 26 3 25 0 24 0 24 0 
Nitrate: 


Chile to United Kingdom or Continent 27 0 24 6 24 0 23 





INo record of fixtures found. 


SALE OF PAN AMERICA LINE 


The Trafic World Washington Bureau 


Competitive bids for the Pan America Line were received 
by the Shipping Board, November 2, from the Munson Steam- 
ship Line, the managing operator of the line, and Moore & Mc- 
Cormack. 

In sealed bids which were opened by the board, Munson bid 
$800,000 a ship or a total of $3,200,000 for the four vessels oper- 
ated in the service, and Moore & McCormack bid $4,100,100 or 
$1,025,025 a ship. 

After the bids had been opened, Munson made a new bid 
of $1,026,000 a ship, or a total of $4,104,000, $3,900 higher than 
the Moore & McCormack bid. 

Counsel for Moore & McCormack protested the oral offer 
made by Munson after the sealed bids were opened. Com- 
missioner Lissner, of the board, said that, under the conditions 
under which the vessels were offered for sale, the bidding was 
open until final award had been made, 
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The Munson line also has an option under its managing 
agency contract under which it contends that it may meet the 
highest bid made for the ships. Doubt as to the legality of this 
option, however, has been raised. 

After an executive session, it was announced that the board 
had taken the bids under advisement and had asked President 
Crowley of the Fleet Corporation for a recommendation as to 
the offers. The latter has authority to open negotiations with 
the bidders before making his recommendation. 

When the line was offered for sale in September, Munson’s 
offer at that time of $770,000 a ship was rejected by the board 
because it was held to be inadequate. In a statement regarding 
the Pan America Line, Chairman O’Connor said: 


The Pan America Line consists of four ships—the ‘American 
Legion,” “Pan America,’ ‘‘Western World’ and ‘Southern Cross.” 
They are built of steel, are the combination passenger and cargo 
type, are oil burners, and have a rated speed of 15% knots. They 
have a deadweight tonnage of more than 11,000 tons each. 

These ships were built by the United States government for the 
purpose of transporting troops and materials during the Great War. 
After the War they were turned over to the Shipping Board, and with 
them the board established and developed the Pan America route. 
On this route there is a sailing from New York to South American 
ports every two weeks. The —— ports touched are Rio de 
Janeiro, Santos, Montevideo and Buenos Aires. The round voyage 
is usually made in 56 days. 

Among the principal items of export cargo are automobiles, fac- 
tory machinery, locomotives, railway equipment and agricultural 
implements. : 

Among the principal items of import cargo are dyes, coffee, wool, 
hides, linseed and fertilizer. 

Under the Shipping Board, commerce on this route was steadily 
developed until it appeared that this line could be profitably run by 
private operators. The ships were then offered for sale. Before the 
War practically all the commerce between the United States and 
South America was carried under foreign flags. Both exports and 
imports between South American countries and the United States 
were usually carried on two legs of a triangle, from New York to 
Liverpool to South American ports. This route put our manufacturers 
and exporters to a great disadvantage in selling their goods in South 
American markets. This disadvantage was removed as soon as the 
Pan America Line was established and our trade with South America, 
both export and import, developed with great rapidity. In the 
development of its railroads alone, South America has, in the last 
few years, spent hundreds of millions of dollars. Since the establish- 
ment of the Pan America Line manufacturers in this country have 
sold to South America practically all of the locomotives which they 
have ordered, and most of the rolling stock. 

Every ship now owned and operated by the United States govern- 
ment is ultimately to be owned and operated by private capital. 
This was the expressed intent of the Congress and to this policy the 
Shipping Board has steadily adhered. 

The financial success of lines already sold will greatly stimulate 
the sale of other lines. The sale and operation of the Pan America 
is of an importance, therefore, to the American merchant marine 
which cannot be measured merely by the volume of this transaction. 





SHIP SALES REPORTED 

The Fleet Corporation has announced the sale of four 
vessels as follows: The Pallas, a steel cargo vessel of 7,640 
deadweight tons, to James Griffiths & Sons, Inc., Seattle, Wash., 
for $180,000; the Corapeak, a lake-type vessel of 3,180 dead- 
weight tons, to Charles F. Webb, of Boston, for $29,000; the 
Memnon, a steel cargo vessel of 5,129 deadweight tons, to Co- 
lumbia River Packers’ Association of Astoria, Ore., for $90,000, 
and the Goliath, an ocean-going oil burning tug of 414 gross 
tons, to Wood Towing Corporation, of Norfolk, Va., for $27,500. 

President Crowley announced that the last of the six 


vessels bought by the Carolina Steamship Company several 
months ago had been delivered. 


I. C. C. CONTROL OF WATER LINES 


The Traffic World New York Bureau 


The New York Merchants’ Association is strongly opposed 
to the proposal to place intercoastal carriers by water through 
the Panama Canal under the jurisdiction of the Interstate Com- 
merce Commission. It sees in the proposal an attempt to make 
an arbitrary advance in water coastwise rates for the benefit of 
the rail carriers and, thereby, to deprive the port of New York 
of one of the advantages of its location on the seaboard. 

The action of the association was taken on the recommenda- 
tion of its committee on transportation, of which Charles S. 
Keene is chairman. This committee submitted a report, which 
has been approved by the executive committee, as follows: 





The National Association of Railroad and Utilities Commis- 
sioners, on October 16, at its 37th annual convention, passed 2 
resolution recommending that intercoastal water carriers oper- 
ating through the Panama Canal in competition with the trans- 
continental rail lines be placed under the jurisdiction of the Inter- 
state Commerce Commission. 

Such legislation has been advocated by the transcontinental 
railroads and shippers in the middle west because of the advan- 
tage that the Atlantic seaboard enjoys as a result of close prox- 
imity to ocean transportation and lower freight rates. 

It is obvious to all who have made a study of the subject that 
the object of such legislation is to increase the rates of the water 
carriers so that the middle west may more successfully compete 
with the east in the sale of merchandise on the Pacific coast. 

This association, under date of January 8, 1925, expressed it- 
self, through action of the board of directors, as being opposed 
to the control of port-to-port rates by the Interstate Commerce 
Commission for the reason that all such legislation was to pre- 
vent free competition with the rail lines and with the expectation 


/1 
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TRANSMARINE LINES 


Gulf Service 
BEAUMONT, TEXAS 


SERVING 
THE SOUTH AND SOUTHWEST 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
on the 10th, 20th and 30th of each month 


Intercoastal Service 
LOS ANGELES HARBOR, OAKLAND 


AND SAN FRANCISCO 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
EVERY TEN DAYS 


Also sailings to other ports as inducement offers 


Claims 
DIRECT loading CAR to SHIP eliminates < Delays 
Lighterage 
Through Bills of Lading Issued 


TRANSMARINE LINES 


General Offices: 
5 Nassau St., New York City 
Telephone Rector 0020 


Port Newark Terminal 
Telephone Mulberry 4300 


General Agencies: 


Beaumont, Buffalo, Chicago, Cleveland, Dallas, Forth Worth, Los Angeles, Minneapolis, 
Mobile, Pensacola, Pittsburgh, Port Newark, San Antonio, San Francisco. 





Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


FROM 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY{14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water mre New York, Telephone Bowling Green 7394 


Baltimore, Md. P Pittsbur. 
39 South St. = we po a ol on ag 307 sa*.... 


And at our ee Offices at ports of call, etc. 
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Ghe 


Port of Houston 


Grows 


and | 
Keeps on Growing 


OR 


AKING A DEFINITE appeal to 
the manufacturer who ships into the 
S28 Great Southwest from the stand- 
point of 


SPEED, CONVENIENCE 
AND ECONOMY 






A modern Port, fifty miles closer by water 
to your distribution point. 


With adequate rail service over SEVEN- 
TEEN RAILROADS and with an enor- 
mous rate advantage to points in Oklahoma, 
Louisiana, Arkansas, New Mexico, Arizona, 
Colorado as well as to ALL TEXAS COM- 
MON POINTS. 


The details are included in PORT HOUS- 
TON, the official organ of the Port Com- 
mission, and in Houston Freight Rate Book 
number one. 


Both books are Free to traffic executives 
and other interestéd persons. 


xR 


Address 


The Director of the Port 
5th Floor Courthouse 
HOUSTON TEXAS 
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that water coastwise rates would be advanced arbitrarily and 
thereby deprive the port of the additional advantages inherent 
in location on the seaboard and of the lower ocean rates which 
are properly incident to that location. 

It is quite probable that legislation will be introduced in the 
next Congress in conformity with the resolution passed by the 
National Association above referred to and, in order that our 
Public Service Commission may understand what is back of the 
legislation, which it apparently does not understand at this time, 
it is the recommendation of the transportation committee that a 
letter, which has been approved by all members of the transporta- 
tion committee, be sent to the chairman of the Public Service 
Commission, state of New York, over the signature of an officer 
of the association. 


TAX ON STEAMSHIP TICKETS 


Edwin H. Duff, representing the American Steamship Own- 
ers’ Association, has urged the House committee on ways and 
means to repeal the stamp tax on steamship passage tickets im- 
posed by the revenue act of 1924. He informed the committee 
that the revenue collected as the result of the tax was small, 
that the collection necessitated the expenditure of large sums of 
money by the various transportation companies, and that the tax 
was often the cause of unpleasant feeling between the patron 
and the line. He said the tax could be classed only as a “nuis- 
ance” tax—a “nuisance” to the steamship companies and a 
“nuisance” to travelers. 





EXPORT PACKING OF CANNED GOODS 


Trade Commissioner E. G. Sabine, Calcutta, India, in a 
report to the Department of Commerce, has again called atten- 
tion to the necessity for careful packing of canned goods in- 
tended for export, says a statement issued by the Department, 
continuing as follows: 


A representative of one of the largest American exporters has 
been discussing this matter with the Calcutta office. It appears that 
on many occasions the rough handling has resulted in springing the 
cases so that the cans move around quite freely. This has resulted in 
badly dented or even broken cans, with a considerable loss. The 
suggestion has been made that, in addition to double strapping or 
wiring, the cases be filled with sawdust. It also has been suggested 
that the layers of cans in the case be separated from each other by 
strips or sheets of cardboard or some similar material. It is difficult 
to sell disfigured cans in domestic stores in the United States. The 
task is much greater when American products are in competition 
with those of other countries and particularly so when the price per 
unit is as high as it must be the case in very distant markets. 


CURRENT AMERICAN SHIPBUILDING 


On October 1, 1925, American shipyards were building or 
under contract to build for private shipowners 155 steel vessels 
of 153,010 gross tons, compared with 140 steel vessels of 148,127 
gross tons on September 1, 1925, according to the Bureau of 
Navigation, Department of Commerce. 

There were 21 wood vessels of 8,577 gross tons building or 
under contract to build for private shipowners during the same 
period, compared with 12 wood vessels of 6,555 gross tons on 
September 1, 1925. 


SUEZ CANAL TRAFFIC 


American flag vessels maintained seventh place in amount 
of ship tonnage passing through the Suez Canal in the first six 
months of 1925, and at the same time made an increase of about 
60,000 net tons over the corresponding period of 1924, according 
to a report by Consul John L. Bouchal, Port Said, Egypt, issued 
by the Department of Commerce. 

A steady improvement in Suez Canal traffic and revenue re- 
turns took place in the first six months of 1925, the report said. 
From January 1 to June 30, 2,870 vessels with an aggregate ton- 
nage (Suez Canal measurement) of 14,127,000 transited the 
canal, compared with 2,478 vessels and 12,146,989 tons in the 
corresponding period of 1924. Tolls for the six months aggre- 
gated 101,670,000 gold francs, as compared with 89,900,000 gold 
francs in the 1924 period. Northbeund traffic totaled 7,753,000 
tons, an increase of 1,261,000 over the corresponding period of 
1924. Cargoes moving southward were 6,374,000 tons, a gain of 
719,000 over the corresponding period of 1924. 

Of the principal maritime countries which participated in 
the canal traffic, Great Britain, the Netherlands, Italy, and 
France exceeded their previous semi-annual tonnage records. 
British shipping kept its usual rank, with 60 per cent of the total 
traffic (8,518,624 net tons). The Netherlands followed, with 
1,418,356 tons, Germany with 872,212, Italy with 802,819, France 
any eae: Japan with 590,779, and the United States with 

Although it maintained the same rank in the canal traffic, 
Japanese shipping showed an increase of about 175,000 tons 
compared with the corresponding period in 1924. 


LEGION AND BOARD AGREE 

Representatives of the American Legion and T. H. Ross- 
bottom, general manager of the United States Lines, reached an 
agreement, November 2, as to use by Legion members of at least 
two Shipping Board vessels when they go to France in 1927 for 
the annual convention of the Legion that year. Shipping Board 
officials said that the America and the Republic, one-cabin ships 
of the United States Lines, would be used by Legion members, 
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and that possibly a third vessel would be made available. Mem- 
bers who do not obtain accommodations on American ships will 
use foreign-flag vessels. 


OCEAN PASSENGER TRAFFIC 


Nearly 1,550,000 passengers, arrivals and departures combined, 
were carried by sea-going vessels touching at American ports 
in the fiscal year ended June 30, 1925. An analysis of the year’s 
water-borne passenger traffic prepared by the Bureau of 
Research, of the Shipping Board, indicates that more than 
900,000 of the total number of passengers recorded traveled first 
class, the remainder being made up of 316,000 second class and 
332,000 third class passengers. Continuing, the Bureau says: 


New York, with arrivals and departures aggregating 861,000, 
handled more than 55 per cent of the total traffic. Seattle ranks sec- 
ond, more than 272,000 passengers having arrived at or departed from 
that port. Boston, with a total of 124,000 arrivals and departures, is 
= only other port handling more than 100,000 passengers during 

e year. 

In this connection it is observed that 400,000 passengers, more 
than 25 per cent of the total movement, traveled between the United 
States and Canada. Most of this traffic naturally passed through 
Boston and Seattle, and constituted a large part of the passenger 
activities at those ports. 

Marked decline in immigration is evident in the records of third 
class arrivals from the European countries formerly supplying a 
large voiume of that class of traffic, and departures of the same class 
to those countries. In the fiscal year ended June 30, 1924, the third 
class arrivals from European countries exceeded 280,000 with 100,000 
departures, while in the fiscal year 1925 there were but 143,100 third 


——_ from the same countries and the departures numbered 


PARCEL POST REGULATIONS 


R. S. Regar, third assistant Postmaster General, has issued 
the following: 


Paragraph 4 of the detailed instructions regarding the C. O. D 
service with Mexico, appearing on page 25 of 1925, 
Postal Guide, reads as follows: we a ee Soe 

“Samples and parcels bearing charges for collection - 
ery shall be subject to the formalities and tariffs for Ba nae 
articles of the same class, but it is stipulated that the more valu- 
pod a ua oe ee coins, or money shall not be 

pted. rt. » par. &, reement. 
these instructions.” - 7 ee Se 

The Mexican administration having concurred th i - 
masters are informed that the above instructions cna sg _ 
strued as permitting the admission to the C. O. D. mails exchanged 
with Mexico of parcels containing jewelry, coins, or money when 
the value of such matter in any one parcel does not exceed $100. 

W. Irving Glover, second assistant Postmaster General, has 
issued the following: 


In the future, requests for permission to forward firear f 
all kinds to Mexico must be addressed to the Secretariat of the 
Army and Navy of Mexico instead of to the President of that 
Republic. 

The above modifies the information as now appearing under 


the item “Mexico,” shown on pages 176 and 2 
Postal Guide for 1925. _ i a cee 


; W. Irving Glover, second assistant Postmaster General, has 
issued the following: 


Effective at once, the transit charges applicable to parcel-post 
packages addressed for delivery in Belgian Congo (via Engl d 
are changed to read as follows: . a 

(a) Katanga Province only (via Beira) 
1- 3 pounds 


Riavaisiviele acatecielal srercie: waieheranaier $1.14 
ee Te | TI ig 6:.a:-6:'slan si of arer ove 0d eharevecorese mood 1.62 
No a6 alles. sar 5, s/o saselcueereretaooreng - 2.22 
(b) Katanga Province only (via Capetown): 
Oe a I oi. cc:5.6: Gio: ore be 6 tah naa ae WOE .38 
pe? ay eI 6) oc a. 0s &: 6) oS aarpdenreiav ae ins 2.58 
ee a ee rea 3.84 


(ce) Eastern Province and Katanga only (via Aden): 
1- 3 pounds x 


ee 


ee 


ee SR eae a een roe arieee ie 1.68 
The above modifies the item “Belgian Congo (via England),” 
appearing on page 199 of the annual Postal Guide for 1925, and 
the same item as shown on page 35 of the October supplement to 


the above-mentioned Guide. 

A new parcel post agreement between the United States 
and Cuba will become effective January 1, 1926. A convention, 
providing among other things for the extension of the registry 
Service and an increase in parcel post weight limits from 4 
pounds 6 ounces to 11 pounds has been signed by Postmaster 
General New, representing the United States, and J. A. Mon- 
talvo, director of the Cuban Post Office Department, acting as 
the representative of President Machado. The convention pro- 
vides that if the present American law prohibiting imports of 
cigars by post in lots of less than 3,000 has not been modified 
within 18 months after the pact goes into effect, it may be 
abrogated by Cuba. The only profitable commodities shipped 
into this country from Cuba are cigars and the present statute 
prohibits their import to the United States in less than lots of 


3,000, which bars cigars from .the privileges of the parcel post, 
the Department says. 


SOUTH AFRICAN SHIPPING STRIKE ENDED 


With the termination of the marine strike the South African 
shipping crisis has passed, Trade Commissioner P. J. Steven- 
son, Johannesburg, has cabled the Department of Commerce. 
Although much uneasiness was experienced on account of the 
strike and business suffered somewhat, the actual loss resulting 
therefrom is not considered serious, the report said. 
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MEMPHIS, 


TENNESSEE 


The Logical Distribution Center for 
the Entire South, Southwest 
and Southeast 


Home of the Largest Merchandise 
Warehouses in the South 


THE MEMPHIS TERMINAL 
CORPORATION 


Properties covering approximately 200 
acres. 




















10 miles standard railroad tracks on the 
property. 





We operate our own switch locomotive 
and connect with the Chicago, Rock Island 
& Pacific R. R., Dlinois Central R. R., Louis- 
ville & Nashville R. R., Missouri Pacific R. R., 
Nashville, Chattanooga & St. Louis R. R., St. 
Louis & San Francisco R. R., St. Louis-South- 
western R. R., Southern Railway, Yazoo & 
Mississippi Valley R. R., also with the 
Mississippi-Warrior River Barge Service 
who switch to our plant without additional 
switching charges on carload lots. 


We Invite Storage of All Kinds of 
GENERAL MERCHANDISE 


POOL CAR DISTRIBUTION 










Warehouses of concrete construction, auto- 
matically sprinkled; lowest insurance rates. 


We maintain on the property a private 
watching and police force of from 
10 to 25 men. 







Member A.W.A. 


Address MERCHANDISE DEPT. 
P. O. Box 1025 Memphis, Tenn. 


THE TRAFFIC WORLD 





, United American , 
' Lines 
INTERCOASTAL SERVICE 


Regular Fortnightly Sailings of Cargo Steamers 
to 


Los Angeles Harbor, San Francisco, 
Oakland, Portland and Seattle 





From From From 

New York Baltimore Savannah 
REE cGivernndeweaen  ekienidiesr> . -canewensd Nov. 10 
REE, secyradrasaroarard-axcarsiee Nov. 14 Nov. 20 Nov. 24 
en Nov. 28 Dec, 4 Dec. 8 
PETER KERR............ Dec. 12 Dec. 18 Dec. 22 
EASTERN KNIGHT...... Dec. 26 Jan. 1 Jan. 5 
MONTICELLO .......... Jan. 9 Jan. 15 Jan. 19 
TEANINNBWA. cccccccccccee Jan. 23 Jan. 29 Feb. 2 


Pier No. B. & O. R. R., Locust Point, Baltimore, Md. 
Pier Ne 5, New York Docks, Brooklyn, N. Y. 


A dependable service at differential rates 


Goods for Hawaiian Islands trans-shipped at Los Angeles Harbor 
without rehandling (connecting carrier loads at same wharf) by 
the fast passenger steamers of the 

LOS ANGELES STEAMSHIP COMPANY 
with which excellent connections are made. 





Joint Service with 


i 4 HAMBURG-AMERICAN LINE a 


Passenger and Cargo Steamers 





NEW YORK TO HAMBURG 


CLEVELAND .......... Nov. 12 DEUTSCHLAND ....... Dec. 10 
WESTPHALIA ........ Nov. 19 CLEVELAND ......... Dec. 19 
ALBERT BALLIN..... Nov. 26 MONTPELIER ........ Dec. 24 
THURINGIA .......... Dec. 3 WESTPHALIA ........ Dec. 31 


Steamers sail from Pier 86, North River, Foot of West 46th St. 


PHILADELPHIA TO BREMEN AND HAMBURG 
LEGIE (via Baltimore and Hampton Roads).............. Nov. 24 


BALTIMORE TO BREMEN AND HAMBURG 
LEGIE (via Hampton Roads) 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 


NEW ORLEANS TO BREMEN AND HAMBURG 
PRs 6.5 ocho siewieeescesicescees Second half of November 


ALSO DIRECT FREIGHT AND PASSENGER SERVICE 
FROM U.S. PACIFIC PORTS TO HAMBURG, 
ANTWERP AND UNITED KINGDOM 


Through bills of lading via Hamburg to LONDON, HULL, LEITH, 
DUNDEE and all Scandinavian, Baltic, Mediterranean, 
Levant and African Ports. 








General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 


ee 327 S. La Salle St., Phone Wabash 4891 
BRANCH OFFICES: 
vgs cnedeccndoeeese ceeeee 4128 Jenkins Arcade Bldg. 
eS ET ere er te ee 1003 Rockefeller Bldg. 
AGENTS 
eo siiiviicw once wad ane stake peneneseb as vem John M. Born 
Sok. 0. sre Dichmann, Wright & Pugh, Inc. 
ia rite eiciied ctcisisasieeisdeneuwowacnnets C. H. Sprague & Son 
fl ere M. J. Hogan & Co. 
IN 6 0:06 6.00000 0.6400re eens oun twee Los Angeles 8.8. Co. 
ke ere Richard Meyer Co. 
RE ee Dichmann, Wright & Pugh, Inc. 
oan 5160.4: ainreve ssolonsiemeromnmantine ia Sudden & Christenson 
PHILADELPHIA..............2- Dichmann, Wright & Pugh, Inc. 
icc noie.0 viernes eeeeesie se Columbia — Pigs crwd Co. 
id 6.8 ov 460.5 s'0'0 0'¥10.0:0s00 eostewecnteet udden & Christenson 
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George F. LeDuc has been made commercial agent of the 
Boston & Maine for the territory of southern Massachusetts and 
Rhode Island. 

Harry O. Hartzell has been made executive assistant to the 
vice-president in charge of traffic and commercial development 
of the Baltimore & Ohio. 

Nathaniel L. Howard, for the last year president of the 
Chicago Union Station Company, has been made president of 
the Chicago Great Western, to take the place of Samuel M. 
Felton, who has been made chairman of the board. W. G. 
Lerch, assistant to the president and secretary of the Great 
Western, has been elected vice-president of the road. 

Alexander Golbus, head of the Alexander Gobus Traffic Bu- 
reau, Chicago, has announced his entrance into the general prac- 
tice of law at Chicago. 

R. R. Luddecke has been appointed traffic manager at New 
York of the Fleischman Company and its subsidiaries. Joseph 
Patten has been made assistant traffic manager at Chicago. 

William Hogdon has been made assistant to the general 
traffic manager of the Pennsylvania at Chicago. J. E. Weller 
has been appointed traffic manager at the same point. 

A. W. Trenholm, vice-president, C. St. P. M. & O., has re- 
tired from active service after forty-five years with the road. 
F. R. Pechin, general manager, will have charge of operation 
and maintenance of the property, and Charles Jensch, comp- 
troller, will continue in charge of the accounting department 
and have charge of the land and tax departments. 

Henry D. Boynton has been appointed an attorney for the 
Railroad Administration. He was formerly traffic assistant and 
had been with the administration since February 1, 1919. Pre- 
viously he had been in the law and passenger departments of 
the Southern Pacific and the Missouri Pacific. 

A. S. Matteson has been appointed general freight and pas- 
senger agent of the Detroit & Mackinac Railway Company. The 
freight claim department will be under Mr. Matteson’s super- 
vision as heretofore. 

W. I. Cormier, commercial agent, the Atlanta & West Point 
and the Georgia Railroad, died at his home in Atlanta November 


2. He had been in the service of the road for thirty years. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of St. Louis met at the Chamber of Com- 
merce at Luncheon November 2. Congressman Cleveland A. 
Newton was the speaker. 





The Miami Valley Traffic Club will hold its next meeting 
at the Manchester Hotel, Middletown, November 16. 


The Shreveport Traffic Club has ratified the resolution with 
regard to motor carrier regulation, adopted at the Louisville 
meeting of the Associated Traffic Clubs of America. 





The Traffic Club of Baltimore met at the Rennert Hotel 
November 8. W. J. Casey, vice-chairman, Baltimore com- 
mission on efficiency and economy and vice-president of the 
Continental Trust Company, spoke on “What the Commission 
Has Done.” Richard F. Cleveland, attorney, son of President 
Grover Cleveland, spoke on “China.” 





The Traffic Club of New England will hold its regular meet- 
ing at the Copley Plaza Hotel November 10. Victor M. Cutter, 
president of the United Fruit Company, will be the speaker. 
Douglas Malloch will be on the program. The club will hold its 
annual meeting December 10. 





The Traffic Club of Memphis has ratified the resolution per- 
taining to the regulation of motor carriers adopted by the 
Associated Traffic Clubs of America at Louisville. Joseph New- 
burger spoke to the club at a meeting October 19, describing 
his recent trip to Europe. 





The Transportation Club of Louisville will hold a meeting 
and party at the new Herald-Post plant November 10. The club 
has ratified the Associated Traffic Clubs’ resolution on the regu- 
lation of motor carriers adopted at Louisville. 





The Traffic Club of Newark held its annual meeting and 
dinner at Stetter’s November 2. 





The Traffic Club of the Jamestown Chamber of Commerce 
held its annual meeting at the Hotel Samuels October 28. The 
following officers were elected: President, W. H. Swanson; 
vice-president, J. H. Dasher; and secretary, H. P. Phillips. 





The Transportation Club of St. Paul met at luncheon No- 
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vember 3 at the St. Paul Hotel. A discussion was held on the 
resolution adopted by the Associated Traffic Clubs of America 
at the Kansas City meeting with regard to repealing the Hoch- 
Smith resolution. J. G. Woodward, vice-president, the Northern 
Pacific; C. E. Elmquist, attorney; and Herman Mueller, traffic 
director, the St. Paul Association, spoke on the subject. The 
resolution was ratified. 





The Traffic Club of Wichita met at luncheon November 5, 
The club will hold its annual meeting and election December 3. 
“Railroad Night” will take place November 19. 





The Atlanta Traffic Club met at the Ansley Hotel November 
2 for its annual fall dinner. Edgar Watkins, attorney, spoke 
on the history and conduct of the railroads and on the attempts 


of the public to regulate them up to 1914. His address is printed 
elsewhere. ; 





The Traffic Club of Kansas City held its annual meeting at 
the Hotel Baltimore November 3. The club ratified the resolu- 
tion adopted by the Associated Traffic Clubs of America at the 
Louisville meeting, with regard to regulation of water carriers. 





The Traffic Club of Cleveland will hold a joint informal 
dinner with the Great Lakes Regional Advisory Board at the 
Hotel Cleveland November 12. Speakers will be Congressman 
Homer Hoch of Kansas, co-author of the Hoch-Smith resolution, 
and William R. Hopkins, city manager, Cleveland. 





The Traffic Club of Kalamazoo has ratified the resolution 
pertaining to the regulation of motor vehicles adopted by the 
Associated Traffic Clubs of America at the Louisville meeting. 





The Milwaukee Traffic Club will hold its “Turkey Night” at 
the Athletic Club November 16. The speaker of the evening 
will be Charles Dillon, managing editor of the Railway Review. 





The Traffic Club of St. Louis will hold its “Santa Fe Day” 
November 9. C. D. Williamson, of the A. T. & S. F., will give 
an illustrated lectture on “America’s National Parks.” 


CLOSER CO-OPERATION NEEDED 


In an address on evolution of carrier-shipper relations, to 
the Traffic Club of Atlanta, November 2, Edgar Watkins, former 
attorney-examiner for the Commission and writer on commerce 
law, said there was need for still closer cooperation between 
carriers and shippers. It is his thought that there are enough 
inhibitory complexes left over from the time when carrier and 
shipper warred incessantly to fetter, unnecessarily, the agencies 
set up by shippers and carriers for the settlement of their dis- 
putes and that their ill effects could be overcome by the appoint- 
ment, by the railroads, of men to sit in on conferences between 
shippers and carriers, whose aloofness from the controversy 
would result in bringing into them the view of higher railroad 
executives that fighting is unnecessary. His thought on that 
point was founded on the belief that the peace views of the 
higher executives were not permitted to prevail because they 
had not the time to devote to the consideration of controversies. 
In part, Mr. Watkins said: 


Once the attitude of the railroads was “the public be damned.” 
To oppose this attitude commissions, state and national, were 
created, having as their purpose the protection of the public 
against arbitrary action by railroads. 

For some time these commissions had little power or influ- 
ence. The large shipper got from the carriers not only protec- 
tion, but an unfair advantage by means of the rebate, and the 
small shipper had neither advantage nor protection. 

Rebates having become illegal and the courts having sus- 
tained the exercise of power by the commissions, the large and 
the small shipper combined to fight the railroads, and there was 
war. This war, like wars generally, hurt both sides. The rail- 
roads got wherever possible “all the traffic would bear” and the 
shipper got all he could. At this time the commissions were on 
the side of the shippers aiding in the warfare. Public sentiment 
was hostile to the railroads; courts were not wholly unaffected 
by this sentiment, and, in damage verdicts and adverse, frequently 
oppressive and unjust, legislation, the railroads were desperately, 
almost fatally, wounded. Receiverships became common. Some 
of this was the result of dishonest financial practices of the pro- 
moters of the railroads, but war caused the greater loss. 

The commissions, somewhat in advance of public sentiment, 
saw that the war might end in the destruction of the railroads, 
and shifted from allies of the public to arbitrators between the 
public and the railroads. Radical leaders held back public opin- 
ion; but gradually that opinion became more sympathetic with 
the condition of the railroads, and the railroads themselves saw 
the error of their ways, repented of their sins and, like the prod- 
igal son, humbly offered to be servants of the public. 

Thus through war and loss came a measure of peace and 
understanding. 

Briefly I have sketched the history of the conduct of the 
railroads and of the public in seeking to regulate them, to about 
the year 1914. : 

The Great War, even before we were participants therein, 
changed the situation. The cost of transportation increased, and, 
except for a time and in limited sections of our country, the 
people became better able to bear the necessary charges for trans- 
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portation. The value of the service kept pace with the cost of 
the service. 7 

Federal control of railroads was an expensive experience in 
government operation, but probably was worth the cost as a con- 
vincing argument against government ownership. Until this les- 
son is forgotten there will be no public ownership unless the 
railroads fool the public like the Arkansas man who traded a lot 
of land for a mule and, because the man who got the land could 
not read, deeded him two lots. 

It was unavoidable that the greatly increased traffic of the 
railroads and the greater need for expedition during the war 
prevented adequate maintenance, and when the war ended the rail- 
roads were not prepared to meet the demands on them resulting 
from the rapid growth of our industries. Money was needed to 
rehabilitate roadbeds and equipment and, with the acquiescence 
of all and the hearty approval of most, generous rates were ac- 
corded to the railroads. Legislative bodies and regulatory com- 
missions now became almost the allies of the railroads. The 
transportation act, 1920, treated the carriers justly, almost or 
quite generously, and commissions permitted increases in rates 


and charges far beyond what anyone ten years before ever thought 
possible, 


At this time, generally, both the railroads and the public are 
prosperous. This is especially true in this favored section of our 
country. In the northwest, where the condition of some of the 
railroads is unfortunate and of the people not so prosperous as 
here, it is other than regulation that furnishes the cause. The 
problem now pressing for solution is the equalization of earnings 
so that all railroads may receive adequate, but no more than 
adequate, income. The attempt to solve this problem by section 
15-a of the transportation act, 1920, has not been wholly success- 
ful. Consolidation of railroads probably is the only complete 
solution; and if voluntary consolidations are not had, means of 
forced consolidations must be devised. Something like the Potter 
plan, which, I believe, is legal, for an equitable distribution of 
revenues could be applied by direct action or indirectly by with- 
holding rate increases until the increases were distributed accord- 
ing to the necessities of the several carriers. Such action would 
tend to induce voluntary consolidations. Some fifteen years ago 
Commissioner Lane wisely said that the railroads must make of 
themselves a great national system. If you have followed this 
necessarily sketchy history, you have seen that when there was 
war between the railroads and the shippers, both suffered; and 
that today both carriers and shippers are more prosperous than 
at any time since railroads existed. 

Whether present prosperity is the result or the cause of peace, 
both prosperity and peace are desirable and should be maintained. 
It is now being recognized that the interests of shippers and 
railroads are so mutually dependent that the prosperity of one 
is necessary to the prosperity of the other. 


You gentlemen, representing as you do both carriers and ship- 
pers, by your friendly cooperation in this club, and others in 
like cooperation throughout the United States, have contributed 
largely to this correct understanding from which has resulted 
peace and good-will. There are problems yet to be solved and 
probably there will be problems always, but their solution will be 
easier and the results will be better for all because of the friendly 
discussions among you. You adjust far more controversies than 
the Interstate Commerce Commission. While the Commission may 
be necessary as a reserve force, ready when needed. I have many 
times seen my clients get promptly from the carrires more relief 
than the Commission would give them after a long and costly 
investigation. Indeed, from a considerable experience with liti- 
gation, I have reached definitely the conclusion that with present 
procedure, courts and commissions are inadequate and wasteful 
agencies of adjusting controversies. 


Naturally, many of you still have notions that you have re- 
ceived directly or indirectly from the days of warfare. Each side 
sees more clearly its own interest than it sees the interest of 
the other side. What is believed to be the interest of those whom 
you represent may in fact be an injustice, not only to others, but 
to those for whom you act. Each of you, however, has learned 
that discussion, open-mindedness and cooperation are best for all. 
Industrial peace being best for carrier and shipper alike, one 
further step might advantageously be taken. Inhibitory com- 
plexes, the result of past contests, sometimes prevent traffic ex- 
perts of carriers and shippers from reaching agreements. Execu- 
tive officers of the railroads, for lack of time or because they 
represent only one carrier, cannot always intervene to harmonize 
these differences. If all carriers in a particular rate territory 
would employ an ambassador to sit with shipper-and-carrier-traffic 
representatives, more adjustments could be reached. This would 
be something like a peace treaty prohibiting rate conflicts until 
ample cooling time had expired and until the railroads’ ambassa- 
dor had had opportunity to bring shippers and carriers in agree- 
ment. This ambassador of the railroads could also be used in 
presenting to the public facts, so that the public might fairly 
judge the conduct and the needs of the carriers. Likewise, asso- 
ciated industries could with advantage be represented by a com- 
mon ambassador. 

I congratulate you and the public that associations such as 
this exist. Already you have shown yourselves agencies of peace, 
and I believe that justice and fairness to carrier and to shipper 
exist in a greater degree now than heretofore. 


NEW YORK SHIPPERS’ CONFERENCE 


The Traffic World New York Bureau 


Indications that the trunk line railroads may waive the pro- 
posed increase in wharfage charges for handling freight in New 
York, as a result of protests made by shippers, steamship com- 
panies, commercial organizations and others, were made known 
by E. J. Tarof, chairman of the committee of the Shippers’ Con- 
ference of Greater New York, at a meeting this week. He said 
the carriers had withheld publication of the new tariff until the 
railroad general managers could make their decision. This is 
expected to be favorable to the attitude of the shippers, he added. 

Vice-President Ingalls of the New York Central Railroad 
said he thought it was a matter for the Port Authority of New 
York to get after the dock companies to keep down their charges 
so that traffic would not be diverted to other ports where facil- 
ities were cheaper. 
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The opinion expressed by the committee is that the increased 
rates will never be enforced. 

Charles W. Braden, chairman of the bill of lading and other 
committees, reported that progress was being made for the adop- 
tion of uniform dock receipts. Negotiations with the steamship 
companies were proceeding satisfactorily as the outcome of the 
agitation of the conference on this subject, he stated. 

Attention was called to the proposed legislation in Congress 
to regulate and control motor truck traffic. It was suggested 
by one member that it would be better to have such traffic con- 
trolled by the state rather than the Commission. Action on the 
subject was deferred. 

At the suggestion of W. H. Chandler, manager of the traffic 
bureau of the Merchants’ Association, a resolution was adopted 
dropping further action in favor of putting through a store door 
delivery plan until such time as the railroads thought fit to take 
up the matter. Mr. Chandler said that, out of the association’s 
8,000 membership, he had found only a limited interest in the 
subject. 

The conference also approved the dropping of further action 
on the proposition to require carriers’ agents to notify consign- 
ees of freight shipments at other than billed destination. The 
question had been put up to members, Mr. Braden stated, but 
only a few had expressed any views on it. 

“In order to make a change there must be a general demand 
for it,’ said Mr. Braden. “While we recognize there may be 
some merit in the views of the four members we have heard 
from and have given their views every consideration, we cannot 
recommend that the Shippers’ Conference go on record as a 
body desiring or approving the proposal.” 


OHIO VALLEY BOARD TO MEET 


The Ohio Valley Shippers’ Advisory Board will hold a meet- 
ing at Cincinnati, the Hotel Gibson, November 10. Aside from 
the regular reports of commodity and railroad committees, the 
subject of the relationship of the Department of Commerce to 
the regional advisory boards will be discussed. Election of 
officers will be held. 


NEW ENGLAND BOARD MEETS 


The New England Regional Advisory Board met at Hart- 
ford, Conn., October 30, and set an attendance record for the 
regional boards with 432 representatives of shippers and rail- 
roads present. Reports of committees indicated that transporta- 
tion in New England was much more efficient than ever before 
and that virtually no car shortages existed. 

Richard T. Higgins, chairman, Public Utilities Commission 
of Connecticut, spoke on “The Joint Responsibilities of Carriers 
and Shippers.” He called attention to the absence of dissension 
between the roads and the shippers and to the increased effi- 
ciency of the railroads, an efficiency which he credited to the 
work of the advisory boards in straightening out difficulties and 
enabling the carriers to function more smoothly. 

C. C. Randall, district manager, Car Service Division, A. R. 
A., said that nowhere in the country was railroad transportation 
in a more healthy condition or functioning more efficiently than 
in New England. He spoke of the perishable movement in New 
England and said the shipments of grapes this year would exceed 
all previous years. He pointed out that the extra movement 
created a problem for the roads and that through co-operation 
with the shippers plans were being made to handle not only the 
inbound movement efficiently but to get the refrigerator cars 
out of the territory again and back to the West coast. 


The next meeting of the board will be held in January at 
Portland, Maine. 


CHICAGO SHIPPERS’ CONFERENCE 


That so-called scientific, mathematical, and compromise bases 
of rates were not proper to use in building a rate structure 
and that the best rate was one that would move the greatest 
volume of traffic and give the greatest return to both shipper and 
carrier was the statement of T. C. Powell, president of the 
C. & E. I, at the fifth annual meeting and luncheongof the 
Chicago Shippers’ Conference Association, at the Hotei La Salle, 
November 3. 

He had taken as his subject, he said, “Scientific Bases of 
Rates,” because he was opposed to them and desired to make 
clear the reasons for his opposition. He said the attempt to 
make scientific rates resulted in a contradiction because it 
attempted to set up formulae in advance and to construct rates 
on the formulae, whereas, by definition, the word “scientific” con- 
noted careful investigation of experience and conditions before 
hand. He said there were other bases of rates belonging in the 
same category—the mathematical basis and the compromise basis. 
The first of these, he said, assumed a certain rate for a certain 
distance and built the rest of the structure on the assumption; 
the compromise method was to go into a certain territory where 
rates were to be revised, add all the rates of the different systems 
of rate construction together, and divide by the number of 
systems. Both of these methods, he said, were improper. — 

Because the commerce of the country and the productions 
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of industry were undergoing changes, he said, it was impossible 
to set up formulae in advance that would take care of the con- 
stantly changing conditions to be met in transporting all com- 
modities. He pointed out the gradual shifting of the center 
of cotton production, the changes in the use of kinds of lumber 
resulting in a change of transportation problems, because the 
different lumber used was produced in a different section of the 
country, the change of the territory producing the greatest 
amount of cane sugar, and the development of new materials. 
Such changes, he said, pointed the need for a scale of rates 
changed to meet conditions and not for a scale of rates built 
on formulae made in advance of any thought of movement. 

Eliminating the “scientific” basis, he said, left the common 
sense method of making rates, or rates to carry the traffic at 
an amount the traffic would bear. He said the public was in- 
clined to be lenient with any transportation system that did not 
run on two rails. He said there were often attempts made to 
make rates on the basis of water rates, comparing the rail 
rates with those by boat and barge. He said that the people 
forgot that the steamboats and coaches had formed the first 
objectionable monopolies which the railroad had supplanted, and 
also overlooked the point that water carriers were often helped 
by the government or subsidized in some way. Rates of such 
carriers, he said, were not fair to use in comparison with rail- 
road rates. 

He pointed out the number of times the words “reasonable,” 
“fair,” “just,” and “equitable” occurred in the transportation act 
and said that Congress must have had in mind the establishment 
of a means of making a flexible rate structure to be adjusted to 
the expansion of the country. He emphasized the point, that 
theoretical bases would not result in rates that would aid busi- 
ness and industry, but that rates were needed that would bear 
the traffic at a sum the traffic would bear. 

Over 400 shippers’ and carriers’ representatives attended the 
meeting and luncheon. At a short business session preceding the 
luncheon, the following officers were elected: President, R. W. 
Campbell, manager, traffic division, Butler Paper Corporation; 
vice-president, H. D. Pixley, T. M., Carson, Pirie, Scott & Com- 
pany; secretary, W. J. M. Lahl, T. M., American Seating Com- 
pany; treasurer, H. B. Freck, general traffic department, Acme 
Steel Company; directors for three years, C. T. Bradford, man- 
ager, traffic department, International Harvester Company, and 
Henry C. Kramer, T. M., Wolf Manufacturing Corporation. 


FRUIT AND VEGETABLE SHIPMENTS 


Combined shipments of 22 lines of fruits and vegetables 
the week ended October 31 totaled 27,040 cars, as compared with 
32,906 cars (revised) the preceding week, according to the weekly 
report of the Bureau of Agricultural Economics of the Depart- 
ment of Agriculture. Shipments were reported as follows: 


Apples, 8,628 cars; cabbage, 943 cars; cauliflower, 131 cars; 
celery, 415 cars; cucumbers, 15 cars; grapes, 5,841 cars; grape- 
fruit, 324 cars; grapefruit imported, 181 cars; lemons, 197 cars; 
lettuce, 616 cars; miscellaneous melons, 100 cars; mixed citrus 
fruits, 11 cars; mixed deciduous fruits, 12 cars; mixed vegetables, 
370 cars; onions, 1,005 cars; oranges, 312 cars; oranges imported 
from Porto Rico, 81 cars; pears, 181 cars; peppers, 37 cars; 
spinach, 23 cars; string beans, 83 cars; sweet potatoes, 709 cars; 
tomatoes, 349 cars; potatoes, 6,730 cars. 


CANADIAN REVENUE FIGURES 


The Traffic World Ottawa Bureau 


The net revenues of the railways of Canada as a whole 
were again increased, jumping from $6,417,631 in July to $8,136,- 
550 for August. This was the largest net revenue earned in 
any August in the last six years and showed an increase of 
$3,391,066 over August, 1924. Freight revenues increased by 
$3,419,208 over a year ago and passenger revenues showed an 
increase of $353,152, or 3.9 per cent, and the total revenues were 
greater by $3,607,579, or 10.4 per cent. 

Operating expenses increased by less than one per cent, 
maintenance of way and structures were reduced by $168,934, 
or 2.4 per cent, maintenance of equipment being increased by 
$94,544, or 1.5 per cent, and transportation expenses showed 
an increase of $317,032, or 2.2 per cent. 

Freight traffic showed an increase of 18 per cent and the 
average receipt per ton-mile was also slightly higher, viz., 1.283 
cents as against 1.274 cents for August, 1924. The number of 
passengers carried showed only a very small seasonal increase 
over July and showed a decrease of 7.1 per cent from August, 
1924, but the average length of journey was 100.1 miles as 
against 82.2 miles for August, 1924, 95.3 miles for August, 1923, 
and 83.5 miles for August, 1922. Evidently the long-haul traffic 
was a lot heavier and the loss was in local traffic, since the 
passenger-miles showed an increase of 13.2 per cent over 1924. 

The cumulative totals for the eight months of this year 
show a decrease in the gross earnings of $14,674,926 and in 
operating expenses of $19,563,622 and an increase in net revenue 
of $4,888,696. 

On the Canadian National Railways gross revenues ex- 
ceeded August, 1924, by $1,876,926, or 22 per cent, due princi- 
pally to the slump in traffic for August, 1924, as compared with 
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both the previous months of 1924 and the corresponding month 
of previous years. 

Freight revenues showed an increase of $1,614,251, or 17.2 
per cent, for an increase in freight traffic of 15.9 per cent. 
Passenger revenues increased by $160,087, or 4.1 per cent, with 
passenger traffic heavier by 13.4 per cent, and an increase in 
the average journey of from 71.7 miles in 1924 to 89.8 miles. 

Operating expenses increased by $227,992, or 1.5 per cent. 
Maintenance of equipment showed a reduction of $103,748, or 
3 per cent, but maintenance of way and structures increased 
by $227,436, or 6.3 per cent. Transportation expenses were heavy- 
ier by $156,303, or 11.2 per cent, and traffic expenses showed an 
increase of $49,928, or 11.2 per cent, while general expenses 
showed a cut of $74,946, or 13.5 per cent. 

Freight train loading showed an increase of 23.4 revenue 
tons and the average carload was half a ton heavier. 

Each of the divisions of the lines in the United States 
showed increases in both gross and net earnings, the total net 
revenues being $2,004,722 greater than for the month of August, 
1924. 

For the eight months—January to August—the Canadian 
lines showed an increase in net revenues of $3,004,733, and the 
United States lines an increase of $1,452,594, or a total increase 
of $4,457,327. 

On the Canadian Pacific Railway freight revenues were 
larger than for August, 1924, showing an increase of $1,241,422, 
or 15.8 per cent, and passenger revenues were greater by $201, 
340, or 5.2 per cent, although both were less than those of 
August, 1923. Gross revenues were greater by $1,137,213, or 
7.9 per cent, and with an increase in operating expenses of only 
$89,523, net revenues were increased by $1,047,690. 

Maintenance of way and structures were reduced by $250, 
752, or 10.7 per cent, and traffic expenses were reduced by $15, 
655, but all other accounts showed increases, the net increase 
in the total being less than one per cent. 

The average revenue freight tonnage per train was com- 
paratively light and the revenues per train-mile were slightly 
less than those of August, 1924. Passenger traffic revenues per 
train-mile remained about the same, although the number of 
passengers was greater by 11 per cent. The average passenger 
journey, 133.5 miles, was exceptionally long, even for the month 
of August, and with a decrease in the number of passengers 
carried and an increase in the passenger-miles, means that the 
entire decrease was in the short-haul traffic, with an increase 
in the long-haul traffic. 

For the period of January to August, gross revenues in 1925 
were $7,345,185 less than in 1924, but through reductions in 
operating expenses, net revenues were increased by $203,739 
over the net revenues for 1924, and were also greater than in 
1923 by $2,489,482. 


CANADIAN BOARD ORDERS 


The Board of Railway Commissioners has passed an order 
approving Supplement No. 3 to C. N. Ham’s Tariff C. R. C. No. 
E. T. 694, covering regulations for the carriage of small arms 
ammunition in fibreboard packages and rescinding Order No. 
34963. 

The board has passed an order approving Burrard Inlet Tun- 
nel and Bridge Company’s Tariff of Standard Maximum Tolls, 
Cc. R. C. No. 1. 

An order has been passed authorizing Burrard Inlet Tunnel 
and Bridge Company to use and operate bridge over Second 
Narrows of Burrard Inlet, and to open for traffic that portion of 
its line from its temporary connection with siding of Canadian 
Pacific Railway on south shore of Burrard Inlet, Station 1450, to 
Station 2050 on north shore of Burrard Inlet, B. C., a distance 
of 2,200 feet. 


CANADIAN TRAFFIC REPORT 


Following is the traffic report of railways of Canada for 
August, 1925: 


COMPARATIVE SUMMARY, TOTAL FREIGHT LOADED AND 
RECEIVED FROM FOREIGN CONNECTIONS 


August August July 

925 1924 1925 

Tons Tons Tons 
Province a1 
Prince Edward Island.......... 5,607 6,805 aaa) 
MGR oir ceocwcinis t shnene 326,129 508,429 153, 2 
New Brunswick ....... 0005000 184,470 170,019 187.3 
NNN ig Cokie fs. siniew sn evcicincericias 1,536,089 1,318,327 1,516 
ED: Weivecdscexbawsontehocunn 3,873,002 3,165,876 3,760,395 
ITM sic ve.o one maicrovasinn cosa 322,907 273,697 393,525 
BASERECHGWER: 3.5 0:05:50 oe ccccesiecs 185,159 194,974 274, ie 
SEE  pckbasbiersxisconinnebet 396,368 327,365 40 794 

British Columbia ............6. 485,513 374,792 469, 
a —_——_- ae 

Tetal for Canadas s <x. 7,315,244 6,340,284 7,171,57 

Products : 

OMIA y.o:s;sisisieinccg's aa weiaces 794,160 780,570 1,630,988 
5 RE SERA ORL 293,929 309,397 ‘ Bag 
BN tisare Gin: o'vesciss Saw Crip cineca 3,020,111 2,376,114 2 oa 328 
DOE 6 ce vee ssenseeeweensswes<s 1,041,581 994,695 1 O58 

Manufactures and Miscellaneous 2,165,463 1,879,508 2,068, 
apr re i 1 

WR WORE Sacksidksccecas 7,315,244 6,340,284 7,171,517 


Nov 





rder 
No. 
urms 
No. 


Tun- 
‘olls, 


innel 
cond 
on of 
dian 
0, to 
ance 


, for 


AND 


July 
925 
ons 


7,212 
153, 740 
187,191 
516,228 
760, 548 
393,520 
274,230 
409,464 
469, "434 
——— 
171,577 


0,989 
a3 599 
590,114 
187,322 
068,553 


—e 
171,577 
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The Houston Oil Terminal 


Company 


This concern renders a valuable 
service to the Port of Houston. In 
this small space it is impossible to 
tell the story — but, we have pre- 
pared a booklet which puts before 
you the functioning of THE HOUS- 
TON OIL TERMINAL COMPANY 
in graphic form. The book is FREE 
to all purchasing agents interested 
in fueling at the Port of Houston 
and to all others who are interested 
in any phase of the Oil industry. 


Send for it. 


Address 


The Houston Oil Terminal 


Chronicle 
Building 


Company 
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THE TERMINAL (WAREHOUSE Co. 


MERCANTILE STORAGE WAREHOUSE CO. 
OMAHA, NEBRASKA 


It Is Like Having a Branch Plant | 


or Your Own Warehouse 
In the Metropolitan District When You Secure Space in 



































LEHIGH VALLEY RR- 





7KEN NA. 


TERMINAL 


This former U. 8. Army Base is fast becoming a great peace-time 
center for the storage, manufacture and distribution of me 
of every character. 


Kenna Terminal is in the greatest industrial center of this country, 
with 6,000,000 people within a radius of 10 miles; with direct con- 
nections with every important railroad to the Atlantic Seaboard, 
and giving berth in a 30 ft. channel to the largest ocean vessels 
It is just like having a branch of your own when you use Kenna 
Terminal for a distribution point. Your goods are available for 
immediate delivery in this wonderful market. Goods for domestic 
shipment are moved by hand truck across the loading platform te 
the motor truck, freight car or steamer. Goods for export shipment 
are handled on a covered wharf direct to the largest steamer, or 
if coming direct from your plant, are put aboard steamer from 
the car in which they are loaded at your factory. 


Such facilities as these could not be obtained by an individual manufacturer without a huge expenditure. 


KENNA TERMINAL, PORT NEWARK, NEW JERSEY 


Charles Milbauer, General Manager, 


Address P. O. Box 504, Newark, N. J. 


The perfect combination of our warehouses 
handling all lines of merchandise, automobiles, 
household goods and machinery. Capacity 
330,000 square feet. For freight rates, storage 
and distribution charges on any commodity 


1103 


OMAHA,U.S.A. 
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REVENUE FREIGHT CARRIED BY CANADIAN RAILWAYS DURING THE MONTH OF AUGUST, 1925 
AGRICULTURAL PRODUCTS 


Commodities 


Hay and Straw... ccccccccces eee 
GOCUOM cccecéececsecs Sccvedovetes 
Apples (fresh).. gt eseeCceeee 
Other Fruit (fresh) . ES 
PotatOes .ccccccccccccceccecce . 

Other Fresh Vegetables. See sila 
Other Agricultural Products.... 


Total ..... ecccccces cocccccce 





Dressed Meats (fresh).......... 
Dressed Meats (cured or salted) 
Other Packing House Products. 
a epEAETtSECe EMS CNET Oe SS 


ee 
Bituminous Coal..........- awa 
CE MEE c.cabadceervcccaceces 
CORO ccccs Ken eoCnecedgearenee aoe 
Me Qa os cv cwrcnvcvecticccccece 
Other Ores and Concentrates... 
Base Bullion and Matte........ 
Clay, Gravel, Sand, Stone (crsh.) 
Slate—Dimension or Block Stone 
CEUGS PCCTOIGUM. 2c. cccccccccccs 
Se RET a eee 


eee ee eee ee eee eee eee eee eee re) 


; .. EEN eer Tere 
Lumber, Timber * Box Shooks- 

Staves, Heading............ 
Other Forest Products......... mM 


Refined Petroleum and its prods. 
DE Codie rsawiae cqweneed meme 
Iron, pig and bloom...........e+ 
Rails and Fastenings............ 
Bar and Sheet Iron—Structural 
Iron and Iron Pipe.......... 
Castings, Machinery and Boilers 
NE kcvacedhancsctaesneseeecs 
Brick and Artificial Stone...... 
Lime and Plaster.........secees 
Sewer Pipe and Drain Tile..... 
Agricultural Implements and 
Vehicles other than Autos.. 
Automobiles and Auto Trucks.. 
Fousenala Goods... ccccccccccces 
CE sc Asbd Ker enced cvececseve 
Liquor Beve ae aica.ds desierieicar eet 
Fertilizers, all 
Paper, Printed Matter, Books.. 
Wood Pulp..... Site steer aawe de 
Fish (fresh, frozen, cured, etc.). 
Canned Meats.........ssscscsees 


Canned Goods (all canned Food 


Products other than Meat).. 
Other Manufactures & Miscel.. 


Merchandise ..ccccccccces earenee 
BOG eéeove eeeeece eeecceceee 
GRAND TOTPRLA cissdccics. 
* Decrease, 





561,506 


7,163 


17,528 
3,810 
5,388 
3,487 


171,834 


25,528 
532,148 
11,568 
20,180 
3,310 
197,841 
7,490 
599,962 
13,202 
3,769 
30,162 
12,007 
39,986 


1,497,153 


144,929 
11,311 
232,844 


498,250 
40,329 


927,663 


129,933 
26,233 
18,411 

5,480 


34,465 
16,397 
143,138 
78,848 
40,671 
9,295 


31,856 
11,401 


134,684 
4,282 
681 


16,520 
276,522 
233,631 


1,374,035 


4,532,191 


Originated 
Received 
from Foreign 











——Total Freight Originated, 
Cumulative Total 














Connections Destined to Increase 
Canadian Foreign For To er 
Points Points Month Date 1924 
Tons Tons Tons Tons Tons 
3,112 6,889 192,438 3,669,087 *2,005,403 
8,180 11,176 41,892 359,714 *111,950 
8,710 18,230 83,534 1,198,019 *545,249 
541 7,130 31,108 391,968 70,173 
atane 763 10,227 172,943 17,954 
15 4,730 103,418 46,884 
190 975 7,582 90,482 *6,230 
2,206 36,673 148,856 1,363,265 *342,801 
5,964 39,370 114,658 1,016,688 *102,925 
490 384 34, 839 454,687 *212,488 
3,130 600 4,273 82,926 30,700 
1,039 621 7,987 75,301 *27,455 
29,501 13,903 50,499 229,649 *34,308 
213 1,947 15,847 332,100 70,330 
1,349 2,295 12,351 158,183 15,672 
10,634 17,424 34,339 320,929 *23,728 
75,259 158,395 795,160 ‘10, 019,359 *3,160,814 
ANIMAL PRODUCTS 
201 143 7,507 57,938 *2,114 
320 1,788 85,008 441,222 *42,172 
43 504 7,019 26,896 4,309 
281 : 1,353 24,143 291,498 56,663 
1,470 33,060 41,637 350,673 *50,583 
8,635 7,462 24,631 205,699 *2,683 
4,893 12,168 21,783 198,984 39,515 
pecs 4,286 4,636 42,668 *3,859 
8 10,455 12,327 125,142 6,254 
275 18,798 36,601 195,158 13,201 
405 4,081 8,296 35,267 *6,373 
2,054 5,552 12,994 109,862 4,927 
847 3,013 7,347 66,958 *6,458 
19,432 102,663 293,929 “2, 147,965 *68,403 
MINE PRODUCTS 
487,891 192,025 705,444 3,960,123 387,902 
479,771 34,371 1,046,290 7,446,717 1,455,715 
euanuan detains 11,568 189,641 *5,488 
69,298 1,758 91,236 669,922 212,156 
94,868 3,165 101,343 237,528 221,808 
5,661 3,500 207,002 1,508,847 27,930 
eanuee 2,980 10,470 75,958 *7,725 
28,821 33,355 662,138 3,046,910 296,528 
2,100 18,296 33,598 208,116 *28,818 
————  00O—~—~S~S=Ss me 33,788 273,514 *118,183 
712 3,013 33,887 121,521 28,053 
11,367 10,686 34,060 230, 955 26,340 
4,104 4,197 48,287 343, 306 49, 612 
1,214,612 307,346 3,019,111 ‘18, 313,058 *365,600 
FOREST PRODUCTS 
567 11,889 157,385 1,932,605 *164,604 
51 628 11,990 133,945 *22,607 
68 519 233,431 2,884,160 *292,835 
22,361 67,832 588,443 ate 264,650 
4,756 5,247 50,332 4,986 51,983 
27,803 86,115 1,041,581 “9, 755,738 *163,413 
MANUFACTURES AND MISCELLANEOUS 
50,688 12,307 192,928 1,152,124 121,196 
3,373 34,306 63,912 529,767 *66,444 
2,933 2,867 24,211 221,618 *50,269 
924 1,760 8,164 112,670 *79,398 
39,727 36,781 110,973 870,316 136,156 
9,292 22,814 48,503 352,829 20,682 
334 2,405 145,877 715,821 32,653 
7,101 2,978 88,927 580,749 49,275 
1,593 962 43,226 289,321 35,598 
175 595 10,065 65,034 *8,237 
8,333 7,541 47,730 231,122 72,864 
12,052 104,619 128,072 1,035,021 275,646 
504 504 4,399 5,131 ,685 
174 3,737 7,445 54,415 5,224 
466 1,432 25,544 164,027 16,937 
2,596 837 22,365 251,271 49,135 
2,810 32,547 147,441 1,206,996 73,257 
1,372 10,379 146,435 1,111,368 279,747 
198 508 4,988 55,763 6,777 
46 144 871 7,045 1,879 
3,194 17,796 37,510 204,248 1,450 
67,648 181,573 525,743 4,041,269 *10,963 
21,112 75,391 330,134 2,524,548 305,016 
236,645 554,783 2,165,463 15,832,473 1,272,866 
1,573,751 1,209,302 7,315,244 56,068,593 *2,485,364 


15,011 
444,230 


7,131 
70,953 


143,417 


460,218 
910,236 
17,655 
77,174 
95,632 
180,939 
4,945 
591,641 
25,330 
34,269 
24,319 
21,715 
17,087 


2,461,160 


145,220 
8,687 
126,489 
326,840 
25,054 


632,290 


178,056 
31,176 
18,402 

7,128 


56,799 
2,890 
"443 


14,521 
314,965 
276,018 

1,365,574 


5,046,671 


RATIOS OF COMMODITY GROUP TOTALS TO TOTAL FREIGHT CARRIED DURING MONTH (Per Cent) 








Total Loaded at 
Freight Stas. in 

Commodity Carried Canada 
PEEEEROEL cs ccccrccecesces piss eiemereen Coneeeiente ae 7.68 
(Be Sa et Teese Ralke eadebilen ween detec “a 4.02 2.35 
MG Sesvevecsdestviieews Vitdeotecsududded vdectede GIy 20.47 
I cai sare nal terce  wdk arin gies eatin pei rEeeeee cece 14.24 12.68 
Manufactures and Miscellaneous....... adcoceaas,. aaeee 18.78 
EE GWheetcerepeneivebewrectaconeanee eocce 200.00 61.96 


-Received from Foreign Connections— 
—Destined to—. 
Canadian Foreign 











Points Points Total 
1.03 2.17 3.20 
27 1.40 1.67 
16.60 4.20 20.80 
.38 1.18 1.56 
3.23 7.58 10.81 
21.51 16.53 38.04 


Uniggeet at 
Stas. 





328,714 


282 
11,009 
543 
2,103 
34,399 
20,233 
16,991 
4,366 
10,553 
21,035 
7,662 
8,380 
3,605 


141,161 


199,207 
84,354 


108,814 


264,448 
10,807 


——————_ 


417,680 


13,304 
36,584 
3,193 
1,827 


848,247 
ccicin a 
2,165,895 


Delivered to 
Foreign 
= 





Novi 
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STORAGE : DISTRIBUTION 


Cold Storage and w 
market areho 
0. 


quincy 


GEORGE 8S. LOVEJOY 
Manager General Storage Department 


178 Atlantic Avenue 
Boston, Mass. 


SERVICE 
DEPENDABILITY 


SUMMER STREET STORES ALBANY TERMINAL STORES 













Direct ———7 >} New ona 9 New Haven we ee _— 
Hartf Railroa 
Capacity, 2,000,000 cubic feet. Se ee See 


OUR FACILITIES ARE UNEXCELLED 


Wharfage and Dockage 
Free and Bonded Stores 


A Warehouse on every railroad entering Boston 
Total General Storage Capacity 9,706,000 cubic feet 








MINNEAPOLIS 
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ZEZE os aa Distribution Costs 
of Your Commodity 
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CANADIAN CAR LOADING 


For the week ended October 17 there was an increase in 
grain loadings in the western division of 423 cars over the pre- 
vious week, but loadings declined 516 cars in the eastern di- 
vision. Coal also increased in the west and decreased in the 
east. Merchandise and miscellaneous freight increased in both 
divisions, and total loadings increased 192 cars. Increases in 
the western division in grain, coal and miscellaneous freight 
more than offset the decreases in the eastern division, showing 
a net increase over the corresponding week in 1924 of 3,539 cars 
in the totals. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
For the Week Ending, 







































































Oct. 17 Oct.10 Oct. 18 
Commodities 1925 1925 1924 
Grain and Grain Products..............-- 4,312 4,828 5,883 
Rca eee Ci ecne huge eeRvemaeeues 1,370 1,517 1,579 
NN Glan hear a, dale seme aationn ee cla 3,649 4,663 5,079 
DN att ba tdd ates: uae Sus Oe CU ENE OR ODES 291 298 251 
EE EEL SIS MD AP rT 2,612 2,854 2,742 
IS cigc cn divlng. seniced aUbdes view vee cate 1,235 1,483 1,471 
can yecccervscexsceeeeesese 1,852 1,926 1,846 
Other Forest Products. ........cccccccees 1,489 1,502 1,132 
OO wee diclas ss taboo secGe cr crecdemexevenie 1,120 1,081 619 
DG, BA es Bh. 6 ceed occ eneseeecees 12,145 11,242 11,730 
ES Ey ree 12,859 12,775 12,652 
Tetal Cars Dose: ..6'.0ccsceceveces 42,934 44,169 44,984 
Total Cars Rec’d from Connections.. 30,936 31,614 28,732 
WESTERN CANADA 

Oct. 17 Oct.10 Oct. 18 

Grain and Grain Products.............e.- 12,744 12,321 10,544 
ET I acinus ar'tyar's- 6: 46's odie arrwioa<& grecavereroretnaee 2,056 2,136 1,516 
BD eid Oacka iedutivcessuatePinetioweekows 3,758 3,491 2,480 
SE Ni.diccs cadebone ee ehian dees Wee dapekenews 40 28 4 
OE SONS OE OS a 895 945 930 
RE aici litia ard mnaseoue eevee mane Korba eletares 128 111 52 
OR ER Serer re ee 129 125 161 
SOU PONGRE PUOGUCIS. «occ ccccsccscess 1,377 1,384 1,359 
NN) Aiaarineh Wicrainte 414 5A-s 665.90 nla wee wees 656 593 564 
IIS (Ba GL Tilaic cc cresieeckecdecens 4,426 4,301 4,360 
Es 0.606 cd ce nesses Oetcmnecee 4,473 3,820 3,123 
"ete! Care BORGO. 0.66 isccieosecess 30,682 29,255 25,093 
Total Cars Rec’d from Connections... 3,578 3,447 3,024 

TOTAL FOR CANADA 
Oct. 17 Oct. 10 Oct. 18 
Grain and Grain Products................ 17,056 17,149 16,427 
eee aa Saloalscactacectarnnens 3,426 3,653 3,095 
Ne Be nara saitaraG cs co ge OU te beeen eews 7,407 8,154 7,559 
I tae aan aa wapaew sie Sede Cae ees 331 326 255 
in cd ale ai or arar ocd 6 wider + midi ash win Beate 3,507 3,799 3,672 
ED, die adhicvierdit'e Ke vane ie bts eo eeeewee 1,363 1,594 1,523 
ere 1,981 2,051 2,007 
eee WUNOSE PROGUCES. ..0.0..cccccccdccocs 2,866 2,886 2,491 
i. ntl ancdeewhdeeeavivetécie eee coeeauee 1,776 1,674 1,183 
I ag. Oe Tiiinc. 6.60 o:d bee vere eseeies 16,571 15,543 16,090 
IED sisbeo.0/6o'c 65 5:640 bess's wewen ore 17,332 16,595 15,775 
UGE Ce TOROOE «6 ac. oie cckcciccaces 73,616 73,424 70,077 
Total Cars Rec’d from Connections.. 34,514 35,061 31,756 
CUMULATIVE TOTALS TO DATE 

1925 1924 
Grain and Grain Products................ 315,083 344,544 
EE MI iakargs:0 060d 6 o's dis eeeeld cineecemwemas 98,273 90,582 
etal ed ated cas tie hes k ne Cxkécewaawes 164,826 216,619 
Me ad calmnse ce abiew ee ed weanweaneeaeews 11,816 60 
I sae cciareuiceclud oeaiglaaw Waibaee Os.aeiceoos 149,451 151,178 
EEE SRE RCS “TEES en eG ele i mle 111,584 110,526 
A NE nt Chas: 4.0'as 6) Wiehe 6-4, aie be 4-6 Bremen 84,817 82,231 
Gther Porest Proagucts. . .......cccccceces 117,685 108,033 
ME \ndialndiandd tee Malhwseieé vse news oceaoes 58,755 52,979 
Merchandise, L. C. L 637,736 609,928 
ea ere er oo 530,227 505,167 
Teta Come” TOGO . 6c cc dce ec ceseneess 2,280,253 2,285,387. 
Total Cars Rec’d from Connections.. 1,386,906 1,321,433 


Car loadings the week ended October 24 aggregated 76,597 
cars, which was a new high record and exceeded the record 
made the week ended September 28 by 158 cars. Grain loading, 
although slightly improved, was less than the latter part of Sep- 
tember, but this was, no doubt, due to unfavorable weather con- 
ditions. Coal, lumber, other forest products and miscellaneous 
freight all showed increases over the previous week and com- 
pared with the corresponding week of 1924 showed gains in all 
commodities except pulpwood. 

CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
-—For the Week Ended—, 


Oct. 24, Oct.17, Oct. 25, 

Commodities 1925 1925 1924 
Grain and Grain Products................ 4,210 4,312 5,891 
RE CEE Ch dicted esa BE be bn died eeeeevescon ee 1,443 1,370 1,551 
EE UE Area dead sek oe ofatt a @e bes thlee wate eee 4,066 3,649 4,172 
et ie ae ugka Ue + Celie cto eee-a8 399 291 226 
CREWE EU a S'5s 5 bob eo 6 dos db eceeeeew ces 2,720 2,612 2,567 
Pulpwood SOesecececccccreeccecssececes 1,180 1,235 1,313 
EE EEE ee 1,968 1,852 1,838 
COW WOCSKE PROCUCES. 2.0.0 sccccccccccece 1,461 1,489 1,172 
amare ieapse cre seecie-parey a or Op ara ane ger ap ae aarp ee pepe 1,091 1,120 681 
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ee ee ce 12,179 12,145 11,652 
aeons eW ee mnaeee eenretes 13,517 12,859 12,928 
rn 44,234 42,934 43,891 
Total Cars Rec’d from Connections.. 31,532 30,936 29,405 


WESTERN CANADA 
Grain and Grain Products 






































12,744 14,536 
INI i610, 4:4 cs ornare: ssesesnmisnarasanelave sieibere 2,056 1,476 
errr 3,758 2,894 
Nic tin ta sae aries fc 4s ins SSG GTS SI ORO® 40 14 
NE ii iS als earcain grt. Wo oi wea HK GIRIa OIE 895 918 
SIE xscia Siare s erereleidia Calera ew aeee wees ee ewe 128 35 
a re reac 129 125 
Other Forest Products. ....ccccvesvcesecs 1,377 1,495 
IR si ed Waite ach ow Wes wecnveeeaaie ernie woe ee ware 656 540 
ES ee ees er 4,426 4,260 
Pee Tee 4,473 3,638 
ee a ee 32,363 30,682 29,931 
Total Cars Rec’d from Connections... 3,747 3,578 3,411 
TOTAL FOR CANADA 
Grain and Grain Products...........-.e-- 18,401 17,056 20,427 
2 A ae ee ee > 3,426 3,027 
CI Bae Maas aNiv eos s0sicencoweastemarates uae 8,159 7,407 7,066 
IE Seka da a. cin ath « Sides 0-v-e vice aleinanowtianaeete 435 331 240 
PIII 8G o-w.o 0:0. 6e vesitiewerenowoeemese claus 3,640 3,507 3,485 
IN eh sig 00th 99,014. 4:<: sr ereqreataleeereetbareaaee 1,316 1,363 1,348 
SE GE ND wo cscsns 6s ee eens acide s 2,160 1,981 1,963 
Other Forest Products...........ccecccccecs 2,995 2,866 2,667 
re ere 1,719 1,776 1,221 
Deere, Ba ©. Bec siccccvcicnenncceomas 16,620 16,571 15,912 
I oe 6.5154 6 c'eic cuelarcigic oamicursores 17,915 17,332 16,466 
‘TOtal Care DLMAGOG oo 6cicc dc ccccccsscves 76,597 73,616 73,822 
Total Cars Rec’d from Connections... 35,279 34,514 32,816 
CUMULATIVE TOTALS TO DATE 

; 1925 1924 
Grain and Grain Products.............e.. 333,484 364,971 
aie IN 5x60: 0 oan, ova/aicinn gS sero onsale oad 101,510 97,609 
MN alsa o>. oss corene vate ore Geaiteinralove mcaeniars eoicaras 172,985 223,685 
ea Posh rate rcla tensor a teeatorsinleter ee Greek wis 12,251 9,840 
Ns rinse deo 0 srs. c.g 5s era erd Higa Dave aeaiavcie-esein 153,091 154,663 
MUON Paisiehases a: #06 %5,0 4s<iaceie-qcdhoaiciwleremsiece alee 112,900 111,874 
ol RO ER a eer 86,977 84,194 
Other Forest Products. .........cccccceces 120,680 110,700 
WRENN au Shes onde to: Cid ai did orereios Gil oveieser'es erereroCereiei eine 60,474 54,200 
mercnanaind, DL, C. Lr .s. cess cccesiccsics 654,356 625,840 
PI eikeie Saribiesa cars aincieeckh oon 548,142 521,633 
Total Cars EOGGGA. 2c. ccicccssccceces 2,356,850 2,359,209 
Total Cars Rec’d from Connections.. 1,422,185 1,354,249 


LUMBER SHIPMENTS 


According to telegraphic reports received by the National 
Lumber Manufacturers’ Association from 337 of the larger soft 
wood mills of the country, for the week ended October 31, in- 
creases in shipments and new business, and a decrease in pro- 
duction were noted when compared with reports for the previous 
week when 28 more mills reported. Although the number of re- 
porting mills was not so large as it was for the corresponding 
week of 1924, the past week showed increases in production and 
shipments, with some decrease in new business. 

The i. lowing table compares the national lumber movement 
as reflected oy the reporting mills of seven regional associations 
for the three weeks indicated: 


Corresponding Preceding WK., 


: Past Week Week, 1924 1925 (Revised) 
MM ia cae ecicaiionnies 337 367 365 
PYOGwetion  .....vceccce 225,884,128 219,294,042 240,047,481 
SRIMMONRS ....060s 0000 232,155,319 227,897,215 228,907,238 
Orders (New Bus.)... 215,114,779 222,809,603 213,610,339 


The following revised figures compare the lumber movement 


of the seven associations for the first forty-four weeks of 1925 
with the same period of 1924: 


Production 


" Shipments Orders 
BUS <ceccusansesnnanoes 10,664,008,664 10,559,424,262 10,340,022,443 
EE. sane aiecs i comereuiee 10,215,088,869 10,157,742,628 9,841,531,523 


COAL TRAFFIC HEAVY 


Production of bituminous coal the four weeks in October 
was the greatest for any corresponding period in the last five 
years, according to reports filed by the railroads with the car 


service division of the American Railway Association, 
which says: 


Cars loaded with bituminous coal in the four weeks period in 
October this year totaled 824,846 cars. This exceeded by 58,833 
cars or 7.7 per cent the total for the corresponding period last 
year and by 41,789 cars or 5.3 per cent the corresponding period in 
1923. It also was an increase of 72,654 cars of 9.7 per cent over 
the corresponding period in 1922 and 62,852 cars or 8.2 per cent 
over the corresponding period in 1921. 

Measured by tons, bituminous coal production in the four 
weeks period in October this year amounted to 46,563,000 tons, 
an increase of 3,801,000 tons or 8.9 per cent over the same period 
last year and 3,298,000 tons or 7.6 per cent over the same period in 
1923. It also exceeded production in October, 1922, by 10.0 per 
cent and in 1921 by 11.5 per cent. Fy 

Loading of anthracite coal from stock piles, storage 4? 
washeries in the four weeks in October totaled 30,742 cars. b 

This heavy coal traffic is being handled without difficulty by 
the railroads which, on October 23, reported 48,533 surplus ca 
ears in good repair and immediately available for service whi Vy 
the reported car shortage for the country as a whole was only 
771 cars and this was only of a local nature. 
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ae 4 The job done—shipment in one solid unit. 


he greatest development 
in carloading since railroad 
freight shipments first began. 


Reduces dunnage to 30 pounds. 





Reduces loading cost per car to $2.00 for single 
deck loads in barrels—other loads in proportion. 


Eliminates damage in car- 
load shipments. Reports 
on 100 test cars, moving 
a total of 96,000 miles, 
show 98 arrived in perfect 
condition, 2 with slight 


Showing Little Giant—Model G—Wire dam age. 
Tying Machine, ready to be removed 


Gerrard Wire Tying Machines Co., Inc. 


1942 South 52nd Ave. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s:mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wide knowledge will answer questions relating to practical traffic 
fae agg We do not desire to take the place of traffic man but to 

Ip him in his work. 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 


Address Quest’ons and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Storage—Unclaimed vs. Refused Shipments 

Colorado.—Question: We made an L. C. L. shipment to A, 
New Mexico. Consignees instructed their authorized drayman 
to leave shipment at depot, as there was a dispute with the 
shipper relative to the invoice of same. The railroad company 
eontend that this was an unclaimed shipment, and we contend 
that it was a refused shipment, as consignees knew that shipment 
had been received and refused to take it from the depot. 

We filed a small claim for overcharge in storage charges and 
considered this a refused shipment, and we should have been noti- 
fied immediately after shipment had been refused by consignees. 
Our authority is American Railway Association Tariff Bureau 
Tariff 1-E, issued by B. T. Jones, Agent, I. C. C. 1491, Item 2, Rule 
2, Section B, Paragraph 1. 

Your opinion in this case will be appreciated. 

Answer: In its opinion in Republic Coal Co. vs. C. St. P. M. 
& O., 85 I. C. C. 331, the Commission held, in effect, that, until 
a shipment is definitely refused, it is an unclaimed and not a 
refused shipment. On page 333 of its opinion in the above 
referred to case, the Commission said: 

The question in connection with the Hammond shipments is 
should they be classed as unclaimed or refuses shipments, or as 
either? If it is found that they were neither unclaimed nor 
refused, complainant asks the establishment of a rule to apply 
in such circumstances, substantially similar to rule 8, section D, 
applicable to refused shipments. In view of the consignee’s ex- 
pressed intention of accepting the shipments, they cannot be 
regarded as having been refused prior to its definite refusal on 
January 13, 1920. However, the term “unclaimed” implies in the 
absence of an actual refusal the failure of the consignee of the 
shipment to claim or accept it. The mere advice to the carrier that 
it expects to accept some time is not the equivalent of claiming the 
shipment, which would contemplate a demand for delivery and a 
readiness to pay the charges. This the consignee in the present 
instant did not do. It was, therefore, defendant’s duty, after the 
expiration of five days following the giving of notice of arrival of 
car H. V. 3614, to notify complainant that it was unclaimed, and, 
having failed in this duty, it could not lawfully demand demurrage 
for the detention thereafter and until notice of the final refusal 
was transmitted in accordance with its tariff. Car C. B. Q. 176869 


was refused and released at the expiration of five days, and was 
subject to demurrage while detained. 


Unless there was an actual refusal of the shipment, it is 
our opinion, that, in the event the carrier notified you within 
fifteen days from the expiration of free time, in accordance 
with the provisions of Section B-2 of Rule 2 of B. T. Jones’ 
I. C. C. No. 1491, you are liable for the amount of the storage 
charges accruing during the time the shipment was held by the 
carrier awaiting instructions for disposition. 

Rates—Application of—Weight Limit of Bridges 

Georgia.—Question: We are receiving considerable carload 
shipments of phosphate rock movng from A, Fla., to B, Ga. 
The through rate is applicable only via X Ry. to C, Fla., Y Rail- 
way to D, Ga., and X Railway to B, Ga: On account of the 
weight of these shipments being so heavy the X Railway could 
not handle into E over their bridge and diverted all cars to the 
Z Railway at F for handling to destination. None of these cars 
were loaded as high as 10 per cent over marked capacity of car. 

The bills of lading are unrouted and the initial carrier holds 
out to handle at the through rate but now claims that the route 
is closed to traffic that cannot be handled account of weight 
over the bridge and is asking us to pay undercharges based on 
F combination. Will you please advise correct basis for assess- 
ing charges? 

Answer: Under the opinion of the Commission in Unre- 
ported Opinion No. A-435, if there is a tariff provision which 
limits the application of a rate on heavy shipments to certain 
routes by reason of the load limit of bridges, via that route, or 
rather eliminates the use of an otherwise available route, the 
cheapest rate applicable via such other routes is the legally 
applicable rate. 

Certain carriers publish in tariffs filed with the Interstate 
Commerce Commission and referred to under the so-called 
omnibus clause, carried in practically all tariffs, provisions which 
show the load limits of bridges along the line of that carrier. 
If, in the instant case there is such a tariff in effect, the appli- 
cation of the charge rate would appear to be limited by proper 
tariff provision. 


If, however, there is no tariff provision so limiting the appli- 
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cation of a rate, the decision of the Supreme Court in Northern 
Pacific Ry. vs. Slocum, 247 U. S. 477, holding that while it is 
ordinarily the carrier’s duty to forward a shipment via the 
cheapest route in the absence of routing instructions, such duty 
is not absolute, and that the interests of the carrier and general 
public, as well as those of the shipper, must be considered, and 
the opinions in the San Luis Valley case, 87 I. C. C. 291, and 
Calvada Fertilizer Co. vs. S. P. Co., 73 I. C. C. 496 (502), which 
in effect, because of operating conditions, hold that a route over 
which traffic could move is not an available or practicable route, 


should be taken into consideration. In the latter case, the 
Commission said: 


The distance rates, unrestricted as they were and are, would 
clearly be applicable on shipments moving to southern California 
points via this branch line. However, the charging of the distance 
rates on shipments moving via the longer route through Roseville 
is not a violation of section 6, which makes it unlawful to charge 
anything but the published tariff rates, but rather involves the 
reasonableness under section 1 of the practice of moving this 
traffic via the longer route and computing the rates on such 
distances. Upon the facts of record we hold that the branch 
line does not constitute a reasonable route and that, therefore, 
moving complainant’s shipments via Roseville did not constitute 
misrouting. Northern Pacific Ry. Co. vs. Solum, 247 U. S. 477 


In fact, it because of the weight limit of bridges, a shipment 
cannot be transported via a certain route, it may, we believe, 
be said that there is in fact no such route physically available, 
even though the tariffs do not so state, to the same extent that 
this would be true where there is no interchange connection at 
a certain point between two carriers parties to a tariff naming 
rates to and from certain points on freight which could move 
through that point were there an interchange connection between 
the carriers thereat. 

Notice of Claim—Time for Filing 
lowa.—Question: Kindly advise if the statute of limitations 
applies on a claim filed under the following conditions: 

Part of shipment received on November 7, 1924, and another 
part of November 15, 1924. Claim was filed on May 26, 1925. 
The claim was declined because it was not filed within six 
months after the arrival. 

The question is on the meaning of Section 2 (b) of the 
bill of lading. We contend that under the clause in the bill of 
lading “in case of failure to make delivery, then within six 
months after a reasonable time for delivery has elapsed” applies 
in this instance. It seems to us that 19 days was not an un- 
reasonable length of time in excess of six months to file a claim 
on account of failure to make delivery. 

Kindly inform us if delivery of part of the shipment would 
constitute delivery. This seems to be the contention of the 
carrier. 

Answer: In our opinion the time for filing claim in the 
instant case runs from the date of the delivery of the portion 
of the shipment received Nov. 7th 1924. See Jenckes Spinning 
Co. vs. N. Y. N. H. & H. R. R. Co., 129 Atl. 815, in which it 
was held that the date of the delivery of the unlost portion of a 
shipment marks the limit of reasonable time for delivery of the 
lost portion within the provision of the bill of lading and that 
action is barred if the shipper fails to make a claim for loss 
within six months after a reasonable time for delivery has 
elapsed. In other words, the part delivered on Nov. 15, 1924, is, 
in our opinion, to be considered as the lost portion of the 
shipment which was delivered on Nov. 7, 1924. 

In the Jenckes Spinning Co. case the court said: 


This is an action in assumpsit to recover the value of two 
bales of cotton which were shipped from Boston over the defend- 
ant’s railroad. The point of destination was Darlington, R. I. 
One of the bales was included in a shipment on May 1, 1920, of 
six bales, and the other was a part of a shipment on May 10, 1920, 
of two bales. Neither of the bales in question was delivered. * * * 

The defense is that the action is barred by the plaintiff's 
failure to make a claim for the loss within the time specified in 
the bill of lading which provided that, in the event of failure to 
make delivery, claim must be made in writing to the originating 
or delivering carrier within six months after a reasonable time 
for delivery has elapsed. ‘ 

The unlost portion of the first shipment was delivered May 
20, 1920, and that of the second, May 22, 1920. The evidence shows 
that 10 days was a reasonable time within which to make @ 
delivery from Boston to Darlington, but the dates on which the 
unlost portions of the shipments were delivered must respectively 
mark the limit of reasonable time for making delivery. See 
Brewster vs. Davis, 202 N. Y. S. 574. The six months’ period, 
within which a claim could be filed in compliance with the con- 
ditions in the bill of lading, expired as to one bale November 20, 
and as to the other November 22, 1920. The claim in writing was 
not made until the following January. 


See, in this connection, Herring Brothers vs. American Ex- 
press Co., 192 N. Y. S. 871, in which it was held that the filing 
of a claim four months and eighteen days after delivery of 4 
shipment bars recovery for loss of goods. 

Misquotation of Rate—Erroneous Information as to Stop for 


Partial Unloading Privilege ' 
Washington.—Question: Some time ago we sent a shiP- 
ment of shingles into Illinois. As the car was large our Cus 
tomer requested a stopover at a point intermediate to destina- 
tion for partial unloading. On taking the matter up with the 
railroad agent here we were advised the through rate to final 
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destination would be protected plus a charge of $6.30 for the 
stopover privilege. 

We issued bill of lading showing very plainly that car was 
to be stopped for partial unloading, also through rate applicable. 
Car went through as per our billing instructions, stopover made, 
etc., without protest. On receipt of the freight bill we found that 
the agent at destination had assessed the through rate to stop- 
over point plus the local rate beyond to final destination. 

We filed a claim for what we thought to be overcharge but 
the claim department refused same, stating there was no 
authority for such a privilege and the charges as collected 
were correct. 

Kindly advise if we have a legitimate claim against the 
railroad. 

Answer: If there is no tariff provision under which the 
carrier undertakes to protect the through rate, plus a stated 
charge per car, on the shipment in question which was stopped 
at a point intermediate to final destination for partial unloading, 
the advice of the carrier’s agent to the effect that the through 
rate would be protected amounts to a misquotation of a rate, 
for which there exists no right on the part of the shipper to 
an action for damages. See South Chester Tube Co. vs. M. K. 
& T., 64 1. C. C. 78. 


Sales—F. O. B.—Passage of Title as Affected by Term 


New York.—Question: There seems to be quite a difference 
of opinion as to the ownership of a shipment after it has been 
delivered by the shipper to the carrier. It has always been 
my belief that a lot of goods bought and shipped f. o. b. destina- 
tion, did not become the property of the consignee until same 
arrived at point of destination, and was delivered to consignee. 
If bought and shipped f. o. b. point of origin, the shipment 
becomes the property of consignee when same is delivered to 
the carrier by the shipper. 


I would appreciate any information you can give me on 
the matter. 


Answer: Where the provision is f. 0. b. at point of shipment 
the title will pass, as a general rule, when the property is 
placed on the cars for shipment; on the other hand, where 
the provision is for delivery f. o. b. the point of destination the 
title is not, as a rule, considered to pass until the subject matter 
has reached such point, as the delivery to the carrier is not a 
delivery to the buyer; still where the agreement as a whole 
shows clearly that the phrase f. o. b. at point of destination was 
used merely to designate the party by whom the freight was to 
be paid, rather than the place at which delivery and the passing 
of title were to be consummated, it will be so restricted, and 
the title held to pass at the point of shipment in accordance 
with the intent of the parties. 


Common Control and Management—What Constitutes 

Virginia—Question: Referring to the findings of the Inter- 
state Commerce Commission in Docket No. 13494, finding No. 13 
provides, in part, as follows: 


The short lines are those listed in Appendix M, except such as 
are under common control or management with standard lines, 


and excepting also the Live Oak, Perry & Gulf and the South 
Georgia. 


Standard line A owns a controlling interest in short line B, 
which is operated as a separate railroad. The president of 
standard line A is also president of short line B. Other prin- 
cipal officials of short line B are officials of standard line A. 
Please advise if it is your understanding that short line B is 


considered as under common control or management with this 
standard line. 


Answer: In Blackshear Manufacturing Co. vs. A. C. L. 
R. R. Co., 87 I. C. C. 654, cited in I. and S. Docket No. 1563, 
Livestock To, From and Between Points in the Southeast, as 


defining the term “under the same management and control,” 
the Commission said: 


It should be understood that where the term “carriers under 
the same management and control” is used in this report, it 
refers to carriers generally controlled through ownership, lease, 
or otherwise, to the extent of controlling traffic policy, even 
though separate corporate entity may be maintained. 


See also the Commission’s opinion in the Ogden Gateway 
case, 35 I. C. C. 131, on page 134, of which the Commission said: 


The main lines of the Union Pacific Railroad extend from 
the Missouri River to Ogden; those of the Oregon Short line ex- 
tend from Ogden and Granger to Pocatello in the state of Idaho; 
from that point one branch runs up into Montana to Butte and 
another to Huntington in the state of Oregon. The main line of 
the Oregon-Washington Railroad and Navigation Company ex- 
tends from Huntington to Portland and Seattle. The stock of 
the latter company is owned by the Oregon Short Line, which in 
turn is owned by the Union Pacific. The three companies have 
joint executive officers, and the director of traffic has general 
charge of the traffic of the whole system. Although they are 
separately incorporated and separately report to the Commission, 
they are operated under a common management and control, and 
together may be said to constitute one system extending from the 
Missouri River to the Pacific coast. For convenience the system 
is hereafter referred to as the respondent. 


It seems apparent from the above that the short line to 
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which you refer is under common control and management with 

the standard line. 

Storage—Liability of Shipper for—After Notice to Carrier to 
Sell Goods 

Ohio.—Question: We wish to refer you to your issue of 
October 3, page 788, subject “Storage,” which answered our 
communication of September 21. 

We have declined to pay the storage charge on the ship- 
ment in question, and they have turned the matter over to their 
attorney for collection. Their attorney advises that the case 
as outlined in your communication would not affect our case. 
They claim that in that particular case the consignor advised 
the Pennsylvania Railroad on a specific date to dispose of the 
material; whereas, we advised them to dispose of the material 
to the best advantage, not giving them any partciular date, and 
they sold it as soon as they possibly could. Their attorney 
further advised they will file suit if we do not pay the bill. 

We did not mention in our previous correspondence the 
following: On July ist, we received a notice from the agent 
that shipment was unclaimed, requesting disposal of same. 
On July 2nd, we requested the Pennsylvania Railroad to advise 
us the full amount of charges due. On July 9th we called their 
attention to our letter of the 2nd, requesting that they furnish 
us with the information requested, as we had received no reply. 
On July 16th they gave us a full report of the charges showing 
$5.80 due up to July 11th. 

Therefore, we trust to hear from you as to the legal ruling 
relative to this charge, in order that we may take the matter up 
further with them. 

Answer: We can locate no decision of the courts or opinion 
of the Commission directly in point. It is our opinion, however, 
that under the principle of Wallingford Coal Co. vs. Director 
General, 89 I. C. C. 353, the carrier cannot lawfully assess storage 
charges beyond what would be a reasonable time for the sale of 
the goods in accordance with the shipper’s instructions. 

Notice of Arrival—Duty of Carrier to Give 

New York.—Question: Will you please advise if a common 
carrier is compelled by law to notify consignee of arrival of 
merchandise at destination? 


Answer: Paragraph (b) of Section 1 of the Contract, Terms 
and Conditions of the Uniform Bill of Lading reads, in part, 
as follows: 


The carrier’s liability shall be that of warehouseman, only, 
for loss, damage, or delay cause by fire occurring after the expira- 
tion of the free time allowed by tariffs lawfully on file (such free 
time to be computed as therein provided) after notice of the 
arrival of the property at destination or at the port of export 
(if intended for export) has been duly sent or given, and after 
placement of the property for delivery at destination, or tender 


of delivery of the property to the party entitled to receive it, 
has been made. 


The Commission, in its report in Docket No. 4844, In the 
Matter of Bills of Lading, 52 I. C. C. 671, in considering this 
provision of the bill of lading, on page 696, called attention to the 
three different rules, namely, the Massachusetts, New Hampshire 
and New York rules, which govern the liability of the carrier 
after arrival of the goods at destination and the obligation of 
the carrier to send notice of arrival. After discussing these three 
rules, the Commission, on pages 701 and 702, said: 


It is not the question of notice, as such, in this clause with 
which we are here concerned, for the carriers proposal includes 
the giving of notice. The question is of the propriety and reason- 
ableness of the proposal to reduce the high degree of carrier 
liability to that of a warehouseman; that is to say, to liability for 
negligence only, for loss or damage caused by fire after 48 hours 
(exclusive of Sundays and legal holidays) after notice has been 
sent or given. There can be no reasonable division, as between 
the carrier and the shipper, of the carrier’s liability for the goods 
which they are in its custody and until it has fulfilled its duty 
of delivery or, by reason of the consignee’s neglect or failure, has, 
after reasonable efforts so to do been unable to make the delivery. 
It follows therefore that there is a conflict between the provisions 
of the bill of lading limiting the free time to 48 hours after 
tender of delivery or notice that the shipment is ready for deliv- 
ery if the tariffs applicable give the shipper a stronger time within 
which to remove the goods before demurrage or storage begins. 
The consignee is within his legal rights if he avails himself of 
the full time allowed by the tariffs and the carrier cannot be 
presumed to be released from its liability as such, while the goods 
are continued in its custody and the shipper, in accordance with 
privileges specifically accorded under duly published and filed tar- 
iffs, incurs no penalties. 


There is another provision of the bill of lading, namely, par- 
agraph (a) of section 4 which likewise contemplates the giving 
of notice of arrival by the carrier to the consignee or notify 
party. This paragraph of the bill of lading reads as follows: 


Property not removed by the party entitled to receive it vies 
the free time allowed by tariffs, lawfully on file (such free beef 
to be computed as therein provided), after notice of the ores 
of the property at destination or at the port of export (if intener 
for export) has been duly sent or given, and after placement of bs 
property for delivery at destination has been made, may be keP ier, 
vessel, car, depot, warehouse of place of delivery of the cart + 
subject to the tariff charge for storage and to carrier’s respoe. y 
ibility as warehouseman, only, or at the option of the carrier, mine 
be removed to and stored in a public of licensed warehouse wo thes 
place of delivery or other available place, at the cost of the mre 
and there held without liability on the part of the carrier, 
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subject to lien for all freight and other lawful charges including 
a reasonable charge for storage. 


It seems apparent that, aside from the question of the car- 
rier’s obligation at law to send notice of arrival, the carrier’s 
undertake, under their bill of lading contract, to give notice 
of arrival. ? 

In this connection, see the decision in Michigan Central 
R. R. Co. vs. Mark Owens & Co., 256 U. S. 427. 

Freight Charges—Liability of Consignee 

Louisiana.—Question: Carload of potatoes from a point in 
Minnesota, billed to St. Louis, Mo., from shippers to themselves. 
Car sold to us by a broker, after movement from origin. Car 
reconsigned to themselves at this city, with instructions to 
“Advise” our company. 

On the original invoice, the shippers allowed freight based on 
a 90-cent rate plus a 6-cent heating charge. Upon arrival of the 
draft for the car delivery order addressed to the agent at this 
place was attached, which we surrendered to the agent, who in 
turn delivered us the car. 

A rate of 91 cents and 6 cents heating charge was assessed 
on the ear. We charged the difference to the shippers, who 
in turn mailed us check for the amount. 

The railway company is now endeavoring to collect an under- 
charge on this car from us. Please advise with court decisions, 
parties liable for the undercharge. 

Answer: The consignor, as the party from whom the goods 
are received for shipment, ordinarily assumes the obligation to 
pay the full amount of the freight charges, although he may 
relieve himself of the liability by signing the stipulation on the 
face of the bill of lading referred to in Section 7 of the Uniform 
Bill of Lading. L. & N. vs. Central Iron & Coal Co., 265 U. S. 59. 

On the other hand, the consignee, by the acceptance of the 
goods, becomes liable for the full amount of the freight charges, 
whether they are demanded at the time of delivery or not until 
later. See P. C. C. & St. L. Ry. vs. Alvin J. Fink, 250 U. S. 577. 

The carrier may, therefore, recover from the consignee the 
amount of the undercharge in question. 


OIL STRUCTURE ATTACKED 


The Trafic World Washington Bureau 


What looks as if it might be an attack on the freight rate 
adjustment on petroleum and its proudcts from the southwest 
to the southeast, including therein Carolina territory, and to 
West Virginia, much of which is in Official Classification ter- 
ritory, has been made in No. 17561, American Refining Company, 
Inc., and the American Petroleum Marketing Company vs. Aber- 
deen and Rockfish et al. The two complainants bear the rela- 
tion of parent and subsidiary. The attack is on rates from 
Texas to North and South Carolina and West Virginia points, 
chiefly North Carolina destinations. 

Two groups of rates are cited as being unreasonable. The 
first is from Wichita Falls, Electra, Hodge, Fort Worth, Clinton 
and Houston, Tex., to Carolina and West Virginia points. The 
second is from Wichita Falls, Electra, Clinton and Houston to 
the same general territory of destination, the rates attacked 
being on shipments since September 1, 1925. 

Nearly all the railroads transporting traffic from the south- 
west to the eastern part of the country and their delivery at 
other than those in New England, appear to be mentioned in 
the long list of defendants. 

The complaint attracted attention because it seemed to be 
an answer to the observation made by division No. 3 in its re- 
port on No. 15373, Piedmont Oil Co. vs. Alabama & Vicksburg 
et al., a mimeographed report, that the scope of the proceeding 
was not broad enough to enable the Commission to pass upon 
the entire petroleum rate structure in the southeast, including 
Carolina territory. While it does not complain of rates to more 
than a score of points, all the carriers that seemingly would 
be concerned in a complaint involving many more destinations, 
appear to be named, so that the rates they have made to the 
points mentioned and those that may be related to the particu- 
larly assailed rates could be considered were the Commission 


desirous of going into the quality of the whole southeastern oil 
rate structure. 


N. & W. SUBSIDIARY LINE 


The Guyandot and Tug River Railroad Company, a subsid- 
iary of the Norfolk & Western, has applied to the Commission 
for authority to build approximately 53 miles of main line from 
a connection with the Virginian at or near Elmore, W. Va., down 
the Guyandot river to Gilbert and thence by way of Gilbert 
Creek and Ben Creek to Wharncliffe on the main line of the N. 
& W., in Mingo county, West Virginia. The proposed construc- 
tion will be financed temporarily by money advanced by the N. 
& W., and permanently by the issuance of securities later. 

The applicant said that the N. & W. had entered into an 
agreement of lease with the Virginian, which lease was now 
before the Commission for approval, and that the proposed con- 
struction of the new line was an essential part of the plan for 
the unified operation of the N. & W. and Virginian properties in 
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the public service. It said the proposed line would afford rail 
facilities to a territory in Wyoming and Mingo counties, W. Va., 
now without such facilities; that the line would be an important 
link of interstate transportation for through business between 
the N. & W. and the Virginian; that it would afford an effective 
western outlet for coal produced on the Virginian, and would 
furnish transportation facilities for coal, forest products and 
other traffic originating on the proposed line. The applicant 
asked that its application and an application of the Chesapeake 
& Ohio for authority to construct additional mileage in the same 
territory be heard together. It said that the C. & O. location 
conflicted with applicant’s location for part of the distance be- 
tween Elmore and Gilbert and also at other points, adding that 
its rights were superior to those of the C. & O. It said it was 
willing to grant trackage rights to the C. & O. over the railroad 
it proposed to construct from the eastern end: thereof to Gilbert. 
The N. & W. and the Virginian joined in the application. 


POULTRY AND DAIRY SPECIAL 


What is said to be the first special train of butter, eggs 
and poultry ever assembled for through transportation from any 
state to New York City, started from Omaha November 1 via 
the Rock Island. Sixteen cars of live poultry, seven cars of but- 
ter, and five cars of dressed poultry made up the train, all prod- 
ucts of Nebraska’s farms and dairies. The estimated value of 
products aboard the train was $360,000. The train was spon- 
sored by W. W. Blackman of Fremont, Neb., president of the 
Nebraska Poultry, Egg & Butter Association, and he accom- 
panied the train through to New York. He carried a letter 
from Governor Adam McMullen of Nebraska to Mayor Hylan. 
Vice-President Hammill of the Rock Island accompanied the 
train from Omaha to Des Moines. The special kept up to its 
schedule and was delivered to the Erie at Chicago on the dot. 
The Erie left Chicago at four o’clock p. m. November 2 to run 
as a special through to New York. At Chicago the train as made 
consisted of fifty-five cars, as follows: Thirty cars of live poul- 
try, twelve cars of butter, and thirteen. cars of eggs and dressed 
poultry. This is the record shipment of live poultry in one 
train. Each car of live poultry was in charge of a caretaker, and 
the chickens were expected to show a decided gain in weight 
in transit. The total value of the cargo on the Erie special was 
more than half a million dollars. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
October 15-22, inclusive, amounted to 122,597 cars, a decrease of 
8,200 cars as compared with the preceding period, while the 
average daily shortage was 3,820 cars, according to the car 
service division of the American Railway Association. 

The surplus was made up as follows: Box, 54,665; ventilated 
box, 171; auto and furniture, 1,467; total box, 56,303; flat, 4,827; 
gondola, 16,735; hopper, 31,798; total coal, 48,533; coke, 1,016; 
S. D. stock, 8,566; D. D. stock, 1,268; refrigerator, 1,413; tank, 
52; miscellaneous, 619; total, 122,597. 

The shortage was made up as follows: Box, 291; auto and 
furniture, 25; flat, 2; gondola, 728; hopper, 43; coke, 4; refriger- 
ator, 2,182; tank, 5; total, 3,820. 

Canadian roads reported a surplus of 9,000 box, 1,200 flat, 
1,500 S. D. stock, and 48 miscellaneous cars. 


TELEPHONE STATISTICS 


Selected financial and operating data compiled by the Bureau 
of Statistics of the Commission from 300 telephone company 
reports, for the calendar year 1924, show the following for the 
companies as a whole: 


Total miles of wire, 44,066,214; investment in plant and equip- 
ment, $2,501,828,110; other investment, $1,491,939,107; cash, 
$54,395,493; total working assets, $234,635,381; capital stock, 
$2,155,605,981; unmatured funded debt, $847,295,293; total working 
liabilities, $175,017,137; accrued depreciation, $524,135,300; total cor- 
porate surplus, $264,921,209; operating revenues, $729,826,415; 
operating expenses, $513,779,139; operating income, $156,713,477; 
net income, $177,077,004; dividends declared, $150,814.831. 


RATING ON HORN 


The rating and rates on horns and horn tips moving from 
Chicago to Shelton, Conn., since January 22, 1923, are attacked 
in Docket 17199, Tompkins-Sumner Company against the B. & 
O. et al., heard before Examiner Bronson Jewell at Chicag® 
November 2. Some of the shipments involved moved to Wee 
hawken, N. J. The complainant charged that the rates were 
unjust, unreasonable, and discriminatory to the extent that they 
exceeded the sixth class rate in effect on like traffic movins 
from Western Trutik™Line points to the same’ points as those 
involved. in the present case. , 

T. A. Boyer, for the complainant, said that the Tompkins 
Sumner Company was a dealer in and buyer of packinghouse 
products. He said the company bought horns from the packils 
houses, sorted and graded the horns, and then shipped them to 
manufacturers who made handles, combs, and fertilizer from 
them. He said the complainant bought all the horns of 
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An over-night trip to BUFFALO or NIAGARA FALLS may be 
made conveniently on the Lehigh Limited, which leaves every 
evening from Pennsylvania Station in the heart of New York 


City, and Reading Terminal, as advantageously located in Phila- 
delphia. 


A rock-ballasted roadbed, equipped with the heaviest rail in use 
on any railroad, promises a pleasant, comfortable trip. 


|: earner Leaves New York 8:10 P.M. 
Leaves Philadelphia 8:40 P.M. 
Arrives Buffalo 7:30 A.M. 

Club Car 


RETURNING...... Leaves Buffalo 
Arrives New York 
Leaves Buffalo 


9:00 P. 
8:20 A. 
8:30 P. 
Arrives Philadelphia 7:21 A. 


I 


Club Car and Diner serving breakfast. 


Direct Route ‘ ° i 
To Niagara Information, reservations, etc., may be had from nearest Lehigh 


Falls 


Valley Representative; or communicate with N. W. Pringle, Pas- 
senger Traffic Manager. 


Lehigh Valley Railroad 


The Route of The Black Diamond 
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Swift and Cudahy in 1924, as well as those of a number of 
smaller packinghouses. 

It was the complainant’s contention, he said, that since, 
from a horn, only about ten per cent of the material was utilized 
in manufacturing anything and the rest was used for fertilizer, 
the horns should take the sixth class rate applicable on fertilizer. 
He said the complainant would also like to see the rates east- 
bound and westbound equalized, instead of being higher east- 
bound than westbound. He testified as to the value of horns 
used for material in manufacturing as being up to $300 a ton. 

W. H. Smith, assistant general freight agent, New York 
Central, testified that the present rating had been in effect: on 
horn and horn tips for the last twenty years and applied gen- 
erally throughout Official Classification territory. He said a 
‘fifth class rating was proper because horn and horn tips were 
packinghouse products, all of which generally took a fifth class 
rating. He said the value testified to on behalf of the com- 


plainant was an indication that the shipments were above the 
fertilizer class. 


WAGE STATISTICS OF CLASS | ROADS 


The number of employes on Class I railroads in August 
totaled 1,800,219 and their total compensation was $247,071,210, 
according to wage statistics compiled by the Bureau of Statis- 
tics of the Commission from carriers’ reports. In explanation of 
the figures, the Bureau said: 


A summary of the reports of Class I railroads indicates that 
the number of employees and the total compensation were greater 
in August, 1925, than in any month reported since October, 1924. 
The total number of employees was 1,800,219, an increase of 
4,550 or 0.3 per cent over the returns for the previous month. The 
total compensation increased $1,371,967 or 0.6 per cent. 

Compared with the returns for the same month last year the 
employment in August, 1925, shows an increase of 0.6 per cent, 
while the total compensation increased 3.2 per cent. The per- 
centage difference between the employment and compensation is 
due to an increase in the number of hours worked per employee 
coupled with an increase of 0.6 cents in the straight time hourly 
earnings and 1.5 cents in the overtime earnings. 


COAL PRODUCTION AND SHIPMENT 


Responding to the stimulated demand for bituminous coal, 
production the week ended October 24 passed the 12-million-ton 
mark for the first time since the middle of last January, says 
the Bureau of Mines of the Department of Commerce in its cur- 
rent weekly coal report. Total output was estimated at 12,104,- 
000 tons, an increase over that of the preceding week of 334,000 
tons or 2.8 per cent. Production of anthracite was estimated at 
13,000 net tons, the report saying that this production was pre- 
sumably all from river dredges. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended October 24 totaled 389,779 net tons, of which 
224,420 tons were for New England delivery. Bituminous coal 
dumped into vessels at Lake Erie ports the week ended October 
25 totaled 874,865 net tons. No anthracite was shipped. 





CHANGE IN DOCKET 


Hearing in I. and S. No. 2534, building stone from Port 
Morris, N. Y., and Long Island Railroad points to Central Freight 
Association, assigned for November 6 at Omaha, Neb., before 
Examiner Eshelman, was canceled. 


MODIFIED PROCEDURE DOCKET 


Commissioner Meyer has notified those interested in No. 
17470, National Association of Ice Cream Manufacturers vs. 
American Railway Express Co. et al., that that case was being 
withdrawn from the modified procedure docket. It was with- 
drawn, he said, at the request of the complainant. 





PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for August, 
1925, shows 23,604 cars held overtime—a percentage of 07.70—as 
against 18,762 cars—a percentage of 06.98—for August, 1924. 


Digest of New Complaints | 


No. 16300, Sub. No. 3. Armstrong Packing Co. et al., 


Dallas, vs. 
Abilene & Southern et al. 

Unreasonable rates on cottonseed oil from Texas points to 
destinations in Arizona, California, Colorado, Idaho, Montana, 
Nevada, New Mexico, Oregon, Utah, Washington and Wyoming. 
Asks rates for future and reparation. 
hy Sub. No. 1. Armour & Co., Chicago, Ill., vs. Santa Fe 
et al. 

Unreasonable rates and charges on bulk salt from Little River, 
Kanopolis, Sterling, Hutchinson, Anthony and Lyons, Kans., to 
South St. Paul, Minn. Asks reparation. 

- 17310, Sub. No. 2. Albert Lea Packing Co., Albert Lea, Minn., 
vs. C. M. & St. P. et al. 

Rates in violation of sections 1, 3 and 4 of the act, on bulk 


salt from Kansas salt group to Albert Lea and Faribault, Minn. 
Asks rates for future and reparation. 
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17396. Sub. No. 8 M. J. McGuff Coal Co., Muncie, Ind., vs. 
Pennsylvania et al. 


Overcharge on coal from Collinsville, Ill., to Muncie, Ind. Asks 

reparation. 

17509, Sub. No. 1. Indiana Bituminous Coal Operators’ Assn,, 

Terre Haute, Ind., vs. Santa Fe et al. i 
Rates in violation of sections 1 and 3 of the act, on bituminous 

coal from mines in Indiana to the Chicago switching district and 


> all destinations in Illinois and Wisconsin. Asks rates for the 
uture, 


. 17517. Rates on chert, clay, sand and gravel within the state of 


- 17543. 


No. 


. 17538. Lumbermen’s Association of Texas, 


- 17539. 


. 17541. 


. 17545. 


- 17547. 


. 17550, Sub. No. 1. 


Georgia. 


This is an investigation instituted by the Commission on 
petition of railroads operating in Georgia averring that Georgia 
commission has ordered intrastate rates on the commodities lower 
than those established by the Commission for interstate traffic, 
tre purpose being to ascertain whether discrimination against 
—— commerce, etc., results from order of Georgia com- 
mission. 


an” Rates and minimum weights on salt within the state of 
o. 

_This is an investigation instituted by the Commission on peti- 
tion of railroads operating in Ohio which aver that the Ohio 
commission has refused to permit petitioners to establish rates 
and minimum weights on bulk salt in carloads from Akron and 
points taking the same rates to Cincinnati and points in Cincin- 
nati switching district, the same as those permitted or required 
to be established by the Commission for interstate traffic, and 
that observance of Ohio order will result in discrimination against 
interstate commerce, etc. 


17537. Standard Oil Company of Louisiana, Shreveport, La., vs. 
Cc... L-& FP. ot. al. 

Rates in violation of the first four sections of the act, on boilers 
and engines between Haynesville, and other Louisiana points and 


Stephens and other Arkansas points. Asks rates for the future, 
and reparation. 

Houston, Tex., vs. 
Aberdeen & Rockfish et al. 

Unreasonable, prejudicial and discriminatory rates on roofing 
and paving materials from Chicago, Kansas City, New Orleans, 
St. Louis, Manville, N. Y., Perth Amboy, N. J., and other points 
to Texas points. Asks reparation. 
; Florence (Alabama) Chamber of Commerce vs. L. & N. 
et al. 

Unreasonable and prejudicial rates, in violation of the fourth 
section, on sand from Spruce Pine, Ala., to Lawrenceburg, Tenn. 
Asks rates for the future, and reparation. 


. 17540. Black Servant Coal Co., Danville, Ill., vs. Illinois Central 


et al. 


Rates and charges on bituminous coal from complainant’s mine 
near Elkville, Ill., to points in Missouri, Iowa, Kansas, Arkansas, 
Colorado, Montana, Nebraska, Oklahoma, South Dakota and 
Wyoming, in violation of sections 1 and 3 of the act. Asks 
rates for the future. 
ne Celotex Company, Chicago, Ill., vs. Ahnapee & West- 
ern et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on cane fibre lumber and cane fibre board from New Orleans, 
La., to points in Illinois, Iowa Wisconsin, Minnesota and South 
Dakota, and Omaha, Neb., and St. Louis, Mo., and points taking 
the same rates, and Chicago, Ill., and Chicago rate points. Asks 
rates for the future, and reparation. 


. 17542. Rome Wire Co., Rome, N. Y., vs. New York Central et al. 


Unreasonable, preferential and discriminatory rates and charges 
on copper wire from Rome, N. Y., to Little Rock and other points 
in Arkansas. Asks rates for the future, and reparation. 

The Celotex Company, Chicago, Ill., vs. Akron, Canton & 
Youngstown et al. 

Unjust, unreasonable, unduly prejudicial and unduly preferential 
rates on cane fibre lumber and cane fibre board from New Orleans 
to destinations in Indiana, Michigan, Ohio, Louisville, Ky., Pitts- 
burgh, Huntington, Parkersburg and Wheeling and points in 
Pennsylvania, New York and West Virginia, commonly referred 
to or designated as western termini of the trunk lines. Asks for 


just, reasonable, non-prejudicial and non-preferential rates, and 
reparation. 


. 17544. The Celotex Company, Chicago, IIll., vs. A. C. & Y. et al. 


Rates and charges in violation of sections 1 and 3 of the act 
on cane fibre lumber and cane fibre board from New Orleans to 
points in Trunk Line and New England territories, New York, 
Pennsylvania, West Virginia, New Jersey, Maryland, Delaware, 
Connecticut, Rhode Island, Massachusetts, Vermont, New Hamp- 
shire and Maine. Asks rates for the future and reparation. 

Beder Woods’s Sons et al., Moline, Ill., vs. Santa Fe, et al. 
Charges in violation of sections 1 and 3 of the act, on lime 
for building purposes from points in Ohio and Indiana to Illinois 
destinations. Asks rates for the future, and reparation. 


. 17546. Lautz Missouri Marble Co., Carthage, Mo., vs. C. C. C. & 


St. L. et al. 

Rates in violation of sections 1 and 6 of the act, on rough 
marble blocks from New York City to Carthage, Mo. Asks rates 
for the future, and reparation. Z 
Traffic Bureau-Chamber of Commerce, Lynchburg, V4 
vs. New Haven et al. 

Rates and charges in violation of the first four sections of the 
act, on cotton piece goods, in the original piece, from Norwich, 


Conn., and Canton, Mass., to Lynchburg, Va. Asks rates for the 
future, and reparation. 


. 17548. The Home Lumber Co., New Orleans, La., vs. L. & N. 


et al. 


Rates and charges in violation of sections 1, 4 and 6 of the 


act, on pine lumber from Clanton, Ala., to Roanoke, Va. Asks 
reparation. 


17549. 
et al. 


Rates in violation of the first three sections of the act, om 
sugar from San Francisco and numerous other California points 
to Bisbee, Douglas and Clifton, Ariz. Asks rates for the future, 
and reparation. 

17550. . Manufacturers’ Association of Chicago Heights, Ill., 
behalf of Hartwell Brothers, vs. Illinois Central et al. “i 

Alleges that rates on “handle material not further finishes 
than turned to shape’? from Memphis, Tenn., to Chicago Helge 
Ill., are unreasonable and discriminatory to the extent that pt 
exceed lumber rate. Asks rates for the future, and reparation. 

Same vs. Same. e 
Same complaint and prayer with respect to shipments of sam 


commodity from Scottsville, Ky., and Galatin, Tenn., to Chicago 
Heights, Il. 


Phelps Dodge Mercantile Co., Bisbee, Ariz., vs. Santa Fe, 
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DIRECTORY OF ATTORNEYS AT LAW PRACTICING 
BEFORE THE INTERSTATE COMMERCE COMMISSION 





Traffic Cases JOS. C. COLQUITT 
Almy, Van Gordon and Evans ATTORNEY AT LAW 
Ernie Adamson 
of Counsel 
46 Cedar Street New York City Suite 706, Otis Building, Washington, D.C. 





RICHARD T. EDDY 


Commerce Counsel 


1010 PERSHING SQUARE BUILDING 
LOS ANGELES CALIFORNIA 


Ten Years Attorney and Special Examiner Inter- 
state Commerce Commission; One Year 
California Railroad Commission 


WILLIAM 8. GRAHAM 
ATTORNEY AT LAW 


Formerly Attorney Bureau of Valuation 
Interstate Commerce Commission 


VALUATION, COMMERCE and 
PATENT CAUSES 
Practice before Federal Depts. and Commissions 
909-14 Crocker Bidg., SAN FRANCISCO 


FRED ESCH 
ATTORNEY AT LAW 


Valuation, Finance and Railroad Rate Matters 


Formerly attorney, examiner and valuation analyst 


with Interstate Commerce Commission 


721 Southern Building, Washington, D. C. 


HARLEIGH H. HARTMAN 
ATTORNEY AT LAW 


Formerly Rate and Finance Examiner 
and Valuation Attorney for 
Interstate Commerce Commission 


610-614 Mills Building WASHINGTON, D. C. 


Cc. R. HILLYER HENRY C. KEENE 


ATTORNEY AT LAW 
Commerce Counsel Fifteen years with Interstate Commerce Commission 


Illinois Merchants Bank Bldg., Chicago ae Accountant, Attorney and Examiner. 
Formerly Attorney and Examiner INTERSTATE COMMERCE LITIGATION A SPECIALTY 


Imteretate Commnereo Commission Transportation Building, WASHINGTON, D. C. 
WALTER E. McCORNACK CLAUDIAN B. NORTHROP 


Member of Bar U. S. Supreme Court 


Twenty-five years active experience before Federal 
and State Commissions 


Practices in all Courts and Departments. Tax Specialist 
Author of “‘Reparation Under Commerce Act” 
LENOX BLDG.., 1523 L Street, N. W. 
Telephone Main 7169 WASHINGTON, D. C. 


PAYSOFF TINKOFF 
ATTORNEY AT LAW 


— AND — 
CERTIFIED PUBLIC ACCOUNTANT (Ill.) 
SPECIALIZING 


— i= 
INTERSTATE COMMERCE CLAIMS 








Formerly Attormey for Interstate Commerce 
Commission, Counseler at Law 
Suite 1235 First National Bank Building ~ 
CHICAGO, ILL. 


JOHN ANDREW RONAN 


Lawyer and Commerce Attorney 
11 South La Salle Street 
CHICAGO, ILLINOIS 


Twenty Years’ Practical Experience in Trans- 


Peg ig 
portation and Traffic Matters. FEDERAL TAXES 


CHICAGO, ILL. 


Telephone Randolph 0844 1742 Straus Building 


705 International Building, 


Santa Fe Building 


H. D. DRISCOLL 


Commerce Counsel and Attorney 
F. J. WRIGHT and H. R. CONLEY, Rate Specialists 


204-9 Cotton Exchange Bidg., Oklahoma City, Okla. 
Freight Classification Matters Particularly cemusntiain cama 


ST.LOUIS OFFICE 
F. P. SULLIVAN, Counsel 
Title Guaranty Bldg. 


H. E. KETNER, Counsel 
Transpertatien Bidg y 


ARTHUR B. HAYES 


ATTORNEY AT LAW 
Washington, D.C. 


Former Member of the Department of Justice as 
Solicitor of Internal Revenue 


Interstate Commerce Litigation a 
Specialty 


MOULTRIE HITT 
Attorney and Counsellor-at-Law 


HALSEY McGOVERN 


Traffic Consultant 


1319 F Street N. W. 
WASHINGTON, D. C. 


FRANK A. LEFFINGWELL 


ATTORNEY AT LAW 
Transportation Matters Exclusively 


Practice in all courts and before 
Interstate Commerce and State Commissions 


Dallas, Texas 


THOMAS L. PHILIPS 


ATTORNEY AT LAW 
619 Liberty Central Trust Co., Bldg. ST.LOUIS, MO. 


Especial attention to matters before Interstate 
Commerce and Federal Trade Commissions, rates, 
price fixing and valuation. 


PRACTICE IN ALL COURTS 
THOMAS M. WOODWARD 


ATTORNEY AT LAW 


Formerly Attorney for the Director General 
of Railroads and Attorney and Examiner for 
the Interstate Commerce Commission. 


Transportation Bldg., WASHINGTON, D. C 





DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


GENERAL FREIGHT SERVICE ASSOCIATION 
( ted) St. I 


Laclede Gas Bid 8, 
Rate, Classi on, I. C. C. and State Commission cases 
handled; Freight 


= 
? 


T. D. GEOGHEGAN 


COMMERCE SPECIALIST and Duinage “Glata, coloctsds Howie and’ nrscing “6 
Matters Before State and Federal Commissions | S:sems installed; Financial Statements prepared; Gen. 
i Bese pal al ant bmi ane aay nd 


pared, revised and argued bef Commissioner of In- 
TRANSPORTATION BUILDING ternal Revenue and Board of Tax Appeals at ‘Washing. 
Members 0! « am Commerce 
WASHINGTON, D.C. and the St. Louis Chamber 


Guitar Sates of America 
GEORGE LYNCH TILLERY| GEORGE W. OLIVER _ 





Consulting Traffic Analyst Railroad Analyst 
1518 PENNSYLVANIA BUILDING aan’ oan 
PHILADELPHIA, PA. 


Come: Minin St tuba eae) SOs S Seeeetee Com 


AMERICAN FREIGHT BUREAU 


150 Nassau Street New York, N. Y¥. 
Established 16 Vears 





CHARLES E. BELL 
TRAFFIC ANALYST 


TRAFFIC ANALYSES 
RATE SURVEYS 


anagers Interstate Commerce Cases RATE COMPARISONS 
Bate npilation Exhibits and Comparisons RAILWAY STATISTICS 
aa Audited EXHIBITS PREPARED 


ing and Tracing Loss and Damage Claims 630-632 Transportation Bldg., Washington, D. C. 


MATHER-COGSWELL CORPORATION 
General Traffic Specialists 

402-415 Stephenson Building Department “B’’ 
MILWAUKEE, WISCONSIN 


The Largest Organization of This Kind 
Established Thirteen Years 


Prompt and Dependable Service in Every Branch of 
Transportation. Consulting and Advisory Service. 


Expert Reproduction of Exhibits, Graphs, Charts 
in Approved I. C. C. Form 
Combined —. Re eo heme ‘cates 
Binding a Specialty 
MIME-O-FORM SERVICE 
Southern Building Washington, D. C. 


BISHOP & BAHLER 


TRAFFIC MANAGERS 
All Traffic and Transportation Matters 
Interstate Commerce and State Commission Cases 
E. W. HOLLINGSWORTH 
Commerce Attorney 


319 Fourteenth Street 369 Pine Street 
Oakland, Calif. San Francisco, Calif. 
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Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


November 9—Portland, Ore.—Examiner Fleming: 
17331—Pacific Coast Cone Co. et al. vs. Santa Fe et al. 


November 9—Denver, Colo.—Examiner Wagener: 
17000—Rate Structure Investigation. 
Ex Parte 87—Revenues in Western District. 


November 9—Washington, D. C.—Examiner Law: 
'‘ Finance No. 3718—Excess Income of the Eldorado & Wesson Ry. Co. 


November 9—Washington, D. C.—Examiner Kephart: 
' Valuation No. 235—In re tentative valuation of the properties of the 


Virginian Ry. Co. and the Virginian Terminal Ry. Co. (Further 
hearing.) 


November 9—Washington, D. C.—Examiner Turner. 
Finance No. 3929—Excess Income of the Sioux City Terminal Ry. Co, 


November 9—Chicago, Ill.—Examiner Jewell: 
17208—Oklahoma Sash & Door Co. et al. vs. Santa Fe et al. 
oe Co. et al. vs. Abilene & Southern Ry. 

oOo. et al, 

17170—American Tar Products Co. et al. vs. Santa Fe et al. 
17123—Benson Brothers Lumber Co. et al. vs. Santa Fe et al. 
17360—The B. F. Nelson Mfg. Co. et al. vs. A. & W. Ry. Co. et al. 
17328—Certain-teed Products Corp. vs. A. & W. Ry. Co. et al. 
17468—The Philip Carey Co. et al. vs. Santa Fe et al. 


November 9—Washington, D. C.—Examiners Davis and Molster: 

Finance No. 5090—Application Seaboard Air Line Railway Company 
for authority (a) to acquire control of the Charlotte Harbor & 
Northern Ry. Co. by purchase of capital stock, (b) to lease the 
railroad of that company, and (c) for authority to issue securi- 
ties and to assume certain obligations. 

November 9—Washington, D, C.—Examiner Hill: 

a 8 é S. No. 2514—Apples from Virginia points to Eastern destina- 
tions. 

November 9—Little Rock, Ark.—Examiner Cheseldine: 

17371—Little Rock Chamber of Commerce et al. vs. Ark. & La. Mo. 
Ry. Co. et al. 

November 9—Mason City, Ia.—Examiner Stough: 
17241—Jacob EB. Decker & Sons vs. C. & N. W. Ry. Co. 

November 9—Indianapolis, Ind.—Examiner Kettler: 
17274—-Como Chemical Co. vs. A. T. & S. F. Ry. et al. 

November 10—Washington, D. C.—Examiner Davis: 

Finance No. 5126—Joint application of the Bell Telephone Co. of 
Pennsylvania and the Peoples’ Telephone Corp. for a certificate 
that the purchase and sale of certain telephone properties in 
Pennsylvania will be of advantage to the persons to whom serv- 
ice is to be rendered and in the public interest. 

Finance No. 5142—Joint application of the Pacific Telephone & 

i" Telegraph Co. and Tillamook County Mutual Telephone Co. for 
a certificate that the acquisition by the former company of the 
properties of the latter company will be of advantage to the 
persons to whom service is to be rendered and in the public 
interest. 

November 10—Indianapolis, Ind.—Examiner Kettler: 

17290—The Indianapolis Board of Trade vs. C. I. & L Ry. Co. 

17291—The Indianapolis Board of Trade vs. B. & O. R. R. Co. et al. 

November 10—Washington, D. C.—Examiner Woodrow: 

' Valuation No. 526—In re tentative valuation of the property of the 
Missouri & Illinois Bridge & Belt R. R. Co. 

November 10—Washington, D. C.—Examiner Harraman: 


— oo Adding Machine Co. et al. vs. Mich. Cent. R. R. 
0. et al. 


November 11—Chicago, Ill.—Examiner Jewell: 
' 17206—A. M. Blongren, Trading as the Blomgren Coal Co., not 
incorporated, et al. vs. C. & N. W. Ry. et al. 
17256—Chicago Coal Merchants’ Assn. vs. N. Y. C. R. R. et al. 
* 1. & S. No. 2515—Ashes & cinders between points on the Indiana 
Harbor Belt R. R. (Further hearing.) 


November 11—Indianapolis, Ind.—Examiner Kettler: 


l. & S. No, 2519—Grain and grain products from the Northwest 
to the Mississippi Valley. 


November 11—Argument at Washington, D. C.: 

‘ §504—The Cotton Manufacturers’ Assn. of S. C. vs. C. C. & O. Ry., 
Director-General, as agent, et al. 

1. & S. 2276—(and Sups. 1 and 2 inclusive)—Furniture from Southern 
points to Trunk Line and New England territories. 

Portions of Fourth Section Applications No. 458, 1952 and 3912. 

13984—Standard Furniture Co. vs. N. C. & St. L. Ry. et al. 

November 11—Des Moines, Ia.—Examiner Stough: 

“a Moines Board of Trade et al. vs. Ft. D. D. & S. R. R. Co. 
e 

November 11—Memphis, Tenn.—Examiner Cheseldine: 

Forth Section Application No. 464 et al. 

1. & S. No. 4—Combination rule on cotton and linters from 
Southern points to Ky. and Tenn. points. 
November 12—Indianapolis, Ind.—Public Service 

Indiana: 

* Finance No. 4226—Application of Owensboro, Rockport & Chicago 
Ry. Co. for authority to construct a railroad from Owensboro, 
Ky., to Elnora, Ind. 

November 12—Minneapolis, Minn.—Examiner Disque: 

* 1. & S. No. 2541—Rental charges on live poultry cars between West- 
ern Trunk Line Points. 

November 12—New York, N. Y.—Commissioner Campbell and Ex- 
aminer Koch: 

* 15006 (Supplemental Order Nos. 6 and 7)—Rates, charges, regula- 
tions and practices governing the transportation of anthracite 
coal. (Re-opening of case.) 

November 12—Washington, D. C.—Examiner Woodrow: 


* Valuation No. 493—In re tentative valuation of the property of the 
Ligonier Valley R. R. Co. 


Commission of 


the Commission | 








November 12—El Paso, Texas.—Examiner Howell: 
17122—Rates on classes and commodities between points within 
the state of Texas. 
November 12—Argument at Washington, D. C.: 
12969—Divisions received by the Brimestone Railroad & Canal Co. 
14709—Ayrshire Coal Co. vs. Southern Ry. Co. 
14857—J. Wooley Coal Co. et al. vs. Southern Ry. Co. 
November 13—Argument at Washington, D. C.: 
15112—Apache Powder Co. vs. Santa Fe et al. 
15296—Harding Glass Co. vs. Santa Fe et al. 
15848—Warren Brothers Co. vs. Southern Pacific Co. 
November 13—Burlington, Ia.—Examiner Stough: 
15550—Sub. No. 1 and 2—Burlington Shippers’ Assn. et al. vs. C. & 
O. Ry. Co. et al. 
November 13—Minneapolis, Minn.—Examiner Disque: 
17214—Stott Briquet Co. vs. The Penna. R. R. et al. 
November 14—Argument at Washington, D. C.: 
i. & S. No. 2499—Salt from Ohio and West Virginia points to Ohio 
and Indiana points. 
November 16—Washington, D. C.—Examiner Mullen: 
* 9200—Railway Mail Pay. 


November 16—San Francisco, Calif.—Examiner Wagner: 
1700—Rate Structure Investigation. 
Ex Parte 87—Revenues in Western District. 
November 16—Argument at Washington, D. C.: 
15615 (and Sub. Nos. 1 to 6, incl.)—Artesian Ice & Cold Storage Co. 
vs. Santa Fe et al. 
15590—Skinner Mfg. Co. vs. A. & W. P. R. R. et al. 
16211—Mapl-Flake Mills, Inc., vs. Santa Fe et al. 
15737—Fortune Products Co. et al. vs. Santa Fe et al. 
15866—Skinnr Mfg. Co. vs. Ariz. Eastern Ry. Co. et al. 
16258—The Grand Island Chamber of Commerce, Grand _ Island, 
Nebr., for and in behalf of the Donald Company vs. C. B. & Q. 
R. R. Co et al. 
November 16—Columbus, O.—Examiner Kettler: 
17192—Amicon Fruit Co. vs. Erie R. R. Co. et al. 
17252—The Pure Oil Co. et al. vs. Santa Fe et al. 
November 16—Washington, D. C.—Examiner Conway: 
Valuation No. 503—In re tentative valuation of the property of West 
Virginia Northern R. R. Co. 
November 16—Washington, D.. C.—Examiner Rasch: 
Val. Dkt. No. 484—In re tentative valuation of the property of the 
Red River and Gulf Railroad. t 
November 16—Washington, D. C.—Examiner Sweet: 
Finance No. 3706—Excess Income of the Duluth & Iron Range Rail- 
road Co. (Further hearing.) 
November 16—Washington, D. C.—Examiner Marchand: 
Valuation No. 368—In re tentative valuation of the properties of 
the Duluth & Iron Range R. R. Co. 
Valuation No. 369—In re tentative valuation of the properties of 
the Duluth, Missabe and Northern Ry. Co. et al. 
November 16—Washington, D. C.—Assistant Director Burnside: 
Finance No. 3898—Excess Income of the Richmond, Fredericksburg 
& Potomac R. R. Co. 
November 17—Washington, D. C.—Examiner Johnston: 
‘Valuation No. 536—In re tentative valuation of the property of the 
Central Transfer Ry. and Storage Co. 
November 17—Columbus, O.—Examiner Kettler: 
17187—The Ohio Farm Bureau Federation et al. vs. N. & W. Ry. 
November 17—Arguments at Washington, D. C.: 
16341 (and Sub. Nos. 1 and 2)—Nebraska State Ry. Commission vs. 
A. & W. Ry. Co. et al. 
16517—Black Hills Wholesale Grocery Co. vs. C. & N. W. Ry. Co. 


et al. 

16480—John S. Robinson, doing business as the Norfolk Hide & 
Metal Co. vs. Santa Fe et al. . 

Valuation No. 260—In re tentative valuation of the property of the 
Pere Marquette R. R. Co. et al. 

Valuation No. 312—In re tentative valuation of the properties of 
the Georgia R. R. (Lessee Organization) et al. 

Valuation No. 320—In re tentative valuation of the property of the 
Wisconsin & Michigan Ry. Co. 

Valuation No. 343—In re tentative valuation of the property of the 
Norfolk & Western Ry. Co. 

Valuation No. 402—In re tentative valuation of the property of the 
Uintah Ry. Co. 

Valuation No. 443—In re tentative valuation of the property of the 
La Salle & Bureau County R. R. Co. 

Valuation No. 346—In re tentative valuation of the property of the 
Louisiana & Arkansas Ry. Co. 

November 17—Washington, D. C.—Examiner Gaddess: 

1. & S. No. 2473 (1st, 2nd, 3d and 4th sup. order)—Brass, bronze 
and copper ingots, pig, scrap and related articles in Official Classi- 
fication Territory. 

November 18—Washington, D. C.—Examiner Brown: : 

* Finance No. 5054—Application Pennsylvania R. R. Co. for authority 
to acquire control of the Western Allegheny R. R. Co. by pur- 
chase of capital stock. 

November 18—Argument at Washington, D. C.— 

bee een Indiana Gravel Co. vs. N. Y. C. & St. L. R. R. C0 
et al. 

15705—Tomahawk Kraft Paper Co. vs. C. & N. W. Ry. Co. et . 

15728—Sioux City Live Stock Exchange vs. C. & N. W. Ry. o. et # 

November 18—Fargo, N. D.—Examiner Fleming: Da- 
17399—Board of Railroad Commissioners of the State of South 
kota vs. C. & N. W. Ry. Co. et al. at 

1. & S. No. 2469, and ist supplemental order—Grain and grain D ~« 
ucts from, to and between Illinois, Iowa, Minnesota, North 0 
South Dakota, and Wisconsin points. Gt. 

17315—Farmers Grain Dealers’ Association of N. D. et al. v8. 
Nor. Ry. Co. et al. LF, 

17265—Commercial Club of Fargo, N. D., et al. vs. B. F. & s 
Ry. Co. et al. 


November 18—Fargo, N. D.—Examiner Fleming: 


17516—The North Dakota Fair Freight Rate Association et al. Y& 
B. & O. R. R. et al. 


Nov 


ED! 


CUI 


DE 





No. 19 


a. 


. 


within 


1al Co, 


. Cg 


0 Ohio 


ize Co, 


Island, 
- & Q. 


f West 
of the 
» Rail- 


ties of 


ties of 


le: 
ksburg 


of the 


ty. 

ion vs. 
ty. Co. 
lide & 
of the 
ties of 
of the 
of the 
of the 
of the 
of the 


bronze 
Classi- 


thority 
y pur- 
R. Co. 


et al. 
, et al. 


h Da- 


prod- 
akota, 


7g, Gt. 
Ls 


al. vs. 


November 14, 1925 


mnt H 1000 0UUENEOEOAELOONGHASETO ARASH ACgUAAREUUANS UAHA OAM GNNANEUANEEOOAAEMAcaTNOeEETTNeNU ANE ASLUNAASUUU ATTN NeTNANS UN NANEUAeTT A 
PMLA OOO PLLC UL MOOI Ce Cua STHO11 


TABLE OF CONTENTS 


EDITORIAG,  ssictirencduceaes a sincthew sincetpeint Os 04.n0d baieo-0:0 «00 Saul 1125 
CURRENT TOPICS IN WASHINGTON. ........ccccsccscccscccecs 1129 


DECISIONS OF THE COMMISSION: 


Wortham-Carter Publishing Co. et al. vs. Director General, 

A. W. et al.; case 12670; newsprint (mimeographed)...... 1131 
Fruits and vegetables between Pacific coast states; I and S. 

SEBS: Gee otis: 5/a:4: «0:60: :0! #rp-0se'4:0:0/0-0:000'8:0:ui0 6-91 Reale 1131 
Cattle and Horse Raisers’ Association of Oregon et al. vs. 

No. Pac. et al.; case 15236; live stock (mimeographed).... 1131 
Ohio Body and Blower Co. vs. A. C. & Y. et al.; case 16206; 

auto POUCH. GPRBORTRNGO) ioc -odis sc cwececcbencvccocesices 1132 
Deficit status of Bingham and Garfield Railway; Fin. Docket 


S508 - siwad acre tls hewdoawoe= dks nal cncateuns 6s4)6'5'cs0 v.04 SeGiwenin 1132 
Hamble Oil & Refining Co. vs. L. & N. W. et al.; case 15177; 

SPOR: EE SD 6.0 0% oc nb.deisg oontcndes.casees saswes 1132 
Black Powder from Fairchance, Pa., to Carney’s Point, N. 

J., ete.; IL and S. 2484 (mimeographed) ROR SIRS) SERS 1133 
Tulsa, Okla., switching at; I. and S. 2461 (mimeographed).. 1134 
Wichita Chamber of Commerce et al. vs. Director General, 

A. T. & S. F. et al.; case 15862 (mimeographed)........... 1134 
Armour & Co. vs. Great Northern; case 14301; clay (mimeo- 

SUOMI ann Gana e wa gesiathcaGs ose eka Spaiatin tee rere atoew ee 1134 
Armstrong Cork Co. vs. W. Md. et al.; case 16604; cork waste 

CTI «fe ost dina 4056640pew > easacbeeacic eta bubapesc 1134 
Western Pine Mfgrs. Assn. et al. vs. Ann Arbor et al.; case 

T2TSO TR PD oars cin deg cess ceemteaseces see 1134 
Kyoleum Co. vs. Director General; case 16911; fuel oil (mime- 

ORTOMUNIEIs ore tee on one ide anno ean idaet Hess once oe 1134 
Northeast Mississippi Traffic Bureau vs. M. & O. et al.; case 

LOSTG: FUARE, -CerO OR TRO) ooo. 56:0 00:09:50 050 5 cbeN 8c 0-00-08 1134 


Washington Publishers’ Assn. et al. vs. Algoma Cent. and 
Hudson Bay et al.; case 15676; winding cores (mimeo- 


UCT “sos ce ceate ed sree a 4llwic dss c's ho: ws SHOE RRR SAAR OES 1134 
TENTATIVE REPORTS OF 1. C. Cun cccccececccicevcccesscccecse 1136 
RATE STRUCTURE BIVVEST IGA TION goo oiee voc cic ceceicicns oe wanes 1142 
SO TERRE, ee © Cee io 0 ing Saw cea cicaN ce cene 5 cle emmietsisin iors 1146 
SHORT LINE RAILROAD convenriel.. Re ty en we ee 1147 
RAILWAY BUSINESS ASSOCIATION MEETING................ 1147 
PERSONAL WOES Fee PO Oe... 65 oo bnicic ce cestesbeesseeecesice 1148 
INDUSTRIAL TRAFFIC DEPARTMENTS—Article No. 28, By 

he ee osc c 08 oa. snigw oe eis ened on ocaunieacacahnat eterna 1151 
CANADIAN TRANSPORTATION NEWS...............ceeeeeeeee 1158 
OCEAN SHIPPING NEWS............cesee0e- We evnoraretaleencst er teer aussie 1160 
LOSS AND DAMAGE DECISIONS......-- Bis Mine Tate tates 6 0 Reinet 1166 
MISCELLANEOUS DECISIONS. ...000csccuicccconseccssiisceseoesiens 1168 
RTT TSUN ois, 5.6.5 os ame Rice civ wierd srenionngisiOarcnenmauioaiens 1168 


QUESTIONS AND ANSWERS ..... * 


THE TRAFFIC SERVICE CORPORATION 
418-430 &, MARKET STREET 
Telephone, State 8635. 


WASHINGTON 
MILL8 BUILDING 
Phone, Main 8840 





THE TRAFFIC WORLD 


Chicago’s 
Universal Freight 


Stations 
BeBe Be Se Be 


HE universal freight station serv- 

ice provided by the belt lines of 
Chicago is so valuable to Chicago 
shippers that it has become a very 
important factor in Chicago’s freight 
distributing system. 

These stations, established by belt 
lines, where outbound shipments for 
all points via any line can be deliv- 
ered, or inbound shipments from all 
points via any line can be picked up, 
make it possible for properly located 
industries to avoid the inconvenience 
and expense of delivering and picking 
up L. C. L. shipments for each line 
at individual stations. 


POSELLSE 


Of of the important functions of 
Hodge, Nicolson & Porter, Inc., 
has been the proper location of indus- 
tries on switch track property where 
the aforesaid service is available. 


PORES 


Hodge, Nicolson 
& Porter, Inc. 


1782 Illinois Merchants Bank Bldg. 
Chicago, Illinois 
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FOR RUSH SHIPMENTS 











SPECIFY 
Electric Railway Freight Service 


Check and Compare the Time in Transit 
Express Speed at Freight Rates 
Solves Your Transportation Problems 


For Complete Information Write 


Central Electric Traffic Association 
L, E, EARLYWINE, Chairman INDIANAPOLIS, INDIANA 
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FREIGHT SERVICE \~ 


Between 


_ All Points in the East and South 
and 


Northwest, Western Canada 
North Pacific Coast 


To avoid delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLIe« 
CATE. This document must be delivered railroad agent at initial point with the shipment and 


Y fy accompany same to Canadian port of entry. 
Vi = Boston, Mass., 40 Central Bt. AGENCIES Pitts Pa., 2041 Oliver Bide 
y 2 Pine Sts. 
A Eaicane, Mh. Yor ss tend rat Bide. Cal., 605 Bo, 7" St. he oe I 
Y, ~~ i ah oy og BY St. Paul, Minn., 1112 Merchants Nat Bank Bldg. 
i _ Milwaukee, Wis., San Francisco, Cal., 675 Market 8 
4 , 0., 108 Traction Bl Gis Sinus Bid Besta Ste, Marie, itch ich. V 
Cleveland, 0., 915 Union Trust Minneapolis, Minn., Soo Line Bidg., Sth St. Seattle, Wasi ey! ey ro Bide. 
| Base BAe i Sema san we ee hy me 
? ° ior 
y Indlanapati, a G22 Merch Bonk ids. Omahs Neb is Meow. Blan fe oe ee oe 
a DO: 2 a, 
4 3 City, Mo.’ 788 Railway Ex. Bldg.” Philadelphia, Pa., Cross Bldg, Locust St. at 15th, Winnipeg, Man., 603-604 Lombard Bldg. 
Z 


Our Freight House Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT---CARE SOO LINE yy 


ctr . 


A\ 
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* DELAWARE & HUDSON 


Offers a Highly Developed Service 
for the Dependable Movement of Freight Between 
The New England States and the South and West—Eastern Canada and 


all points South. Close affiliation with the lines listed below makes this an 
ideal route for the rapid movement of shipments throughout this section. 











Canadian Pacific Railway............ Pennsylvania ......... 
Canadian National Railways.......... via Rouses Point, N. Y. Lehigh Valley......... ite Wilkes-Barre, Pa. 
Quebec, Montreal & Southern........ Central R. R. of N. J... . 
I, 96x sin cy etewseewees via Mechanicville, N. Y. RN RA Sepege via Binghamton, N. Y 
a Freee via Albany, N. Y. Lackawanna.......... 

Lehigh Valley......... via Owego, N. Y. 


And Their Connections 


DELAWARE & HUDSON SUPER-POWER ENGINES 


These powerful locomotives are equipped with the Bethlehem Auxillary Locomotive 
which adds approximately 25 per cent to the hauling power. 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All our Traffic Agencies are furnished information daily relative to junction passings. The Agency nearest 
you will keep you advised of the progress of your urgent carload. shipments if requested to do so. 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 






















ALBANY, N. Y.—Telephone Main 3380 ONEONTA, N. Y.—Telephone 1500 
J. E. Colket, Milk Agent, A. W. Ackley, Division Freight Agent, 
D & H Building 191 Main Street 
C. F. Beck, General Eastern Freight Agent, PHILADELPHIA, PA.—Telephone Rittenhouse 1271 
D & H Building W. H. Chase, General Southern Freight Agent, 
ATLANTA, GA.—Telephone Walnut 5464 1109-10 Finance Building, 
a ~ Commercial Agent, 1420-26 South Penn Square 
ealey Building PITTS > od 
BOSTON, MASS.—Telephone Main 1323 or mee Ponce gy oll gag a 
F. H. Wheeler, New England Freight Agent, 513-514 Bessemer Building 
429-430 Chamber of Commerce Building H. A. DIETZ, General Traveling Coal Agent, 
BUFFALO, N. Y.—Telephone Seneca 853 513-514 Bessemer Building oa 
H. W. Haas, General Agent, PLATTSBURG, N. Y.—Telephone 698 
722 Ellicott Square Building E. H. Dow, Division Freight A 
CHICAGO, ILL—Telephone Wabash 8994 t—a——<—« 
a nde r., General Agen 
838-839 woamapevtetion Builaine, a PA.—Telephone Bell 4751, Con. 557 
608 South Dearborn Street es * —_ Division Freight Agent, 
MONTREAL, QUE.—Telephone Main 0638 Passenger Station 
James Fitzsimons, General Canadian Freight Agent, ST. LOUIS, MO.—Telephone Olive 1651 
238 St. James Street J. B. Stewart, General Agent, 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 1021-1022 Pierce Building 
ax V. Beckstedt, General Agent, TROY, N. Y.—Telephone 765 
1446-48 Woolworth Building, F. J. Forster, Division Freight Agent, 
233 Broadway Unien Station 


W. G. Story, General Freight Agent, Albany, N. Y. 


C. E. Rolfe, Assistant General Traffic Manager, Albany, N. Y. 
ae F. W. Nyland, Coal Freight Agent, Albany, N. Y. pe 
L. F. Perry, Assistant to General Traffic Manager, Albany, N. Y. 
Ww. J. MULLIN, J. T. LOREE, 
a General Traffic Manager Vice-President and General Mgr. 99 
ALBANY, N. Y. 
ROUTE OF 









SHORTEST—QUICKEST—BEST PASSENGER ROUTE 


ROUTE OF BETWEEN NEW YORK AND MONTREAL 
THE MONTREAL LIMITED 





THE MONTREAL LIMITED 





Nov 
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more tonnage 
is available 











The ideal 
freight 


—tough and durable — 
no breakage claims 


EVENTY-ONE plants in sixteen 
states will deliver you more than 
half again as much tonnage whenever 
vitrified paving block can be shipped 
greater distances and still compete in 
cost with paving materials of local 


origin which are usually truck-hauled 
to the job. 


—notaffected by weather 
—leaky cars can’t 
make trouble 








—not attractive to 
thieves — no losses in 
transit 


—is shipped in car load 
ots—“L. C. Ls.” are 
unknown 




















—takes allowed over- 
load—no idle car- 
capacity 


—goes straight through 
to destination in its 
original car—no re 
handling 


VITRIFIED PAVING 


—is stacked by hand in 
the car—no car-dam- 
age from dumping 


VITRIFIED 
BRICK 
PAVEMENTS 
OUTLAST 
THE BONDS 


—will travelin most any- 
thing on wheels—flat 
cars, box cars, cattle 
cars, refrigerator cars, 
coal cars, anything 
except hopper bot- 

toms (and can even 

ride them in a pinch.) 








NATIONAL PAVING BRICK MANUFACTURERS ASSOCIATION, ENGINEERS BLDG., CLEVELAND, OHIO 
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Charge Yourself the Lowest Handling Costs 


The Bay Cities Transportation Co., operating ferries on San Francisco Bay, 
reports the elimination of 95% of all their handling and the average un- 
loading of a hundred-ton freight barge at 11% to 2 hours by using Elwell- 
Parker lift tructors against 4 to 5 hours by six hand truckers. They have 
speeded up delivery and reduced their handling cost $50 a day per tructor. 


Many of the large shipping, terminal and dock companies are using Elwell- 
Parker equipment to move freight at train, warehouse, ship’s side or to 
place cargo in position in ship’s hold. 


Elwell-Parker Tructors will greatly reduce most handling costs, carrying 
up to 6,000 pound loads at three times the speed of a hand tructor and 
without fatigue. Twenty-four different types to suit any job. Consult 
our engineers concerning your handling conditions. 


Request Catalog No. 42 


The Elwell-Parker Electric Co. 


4350 St. Clair Avenue, CLEVELAND, OHIO 





% Binghamton 
Buffalo 
Cedar Rapids 
Chicago 
Cincinnati 
Cleveland 
Columbus: 
Cortland 
Council Bluffs 
Decatur 
Denver 

Des Moines 
Detroit 


November 14, 1925 


Second Morning : 
n” n 


Sixth 
Fourth 
” 

Third 
Fourth 
Second 
Seventh 
Fourth 
Ninth 
Sixth 
Third 


” 
” 
” 
n” 
” 
» 
” 


THE TRAFFIC WORLD 


LACKAWANNA RAILROAD 


Through Merchandise Service from all Greater New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 


Loaded into Through Cars and Dispatched from New York Transfer Without Delay 


TO 


FROM 
Ampere 
Athenia 
Bloomfield 
Boonton 
Delawanna 
Harrison 
Hoboken City 
Hoboken Shore Railroad 
Jersey City 
Lyndhurst 
Newark 
Orange 


Corresponding Service 
given to shipments loaded 
to the platforms of connect- 
ing roads destined to points 
beyond those named herein. 


Similar service is effec- 
tive via Lackawanna from 


Passaic 
Paterson 
Watsessing 
And other New Jersey points 
th 


East St.Louis Fourth 
Elmira © Second 
Erie Third 
Fort Erie Second 
Fort Wayne Fourth \ 

Fostoria Third \ 
Grand Rapids Fourth \ 

Indianapolis ” 

Ithaca Second Afternoon 

Jackson 


. yy & 

Fourth Morning / - E 
Kansas City Sixth ” \ Long Island City 
Los Angeles fourteenth \ / 


Louisville Fourth » } ; 
Memphis Sixth ” . 
Brooklyn 
Eastern Dist. 
a Terminal 
Searels seWallabout 
TE TL, 


=e 


Philadelphia and _ other 
Reading Railroad points, 
also from points on the 
Central Railroad of New 
Jersey, via Scranton, Pa. 
Transfer; also from Boston 
via Boston & Maine-Dela- 
ware & Hudson and Bing- 
hamton, and via New York, 
New Haven & Hartford and 
Port Morris, N. J. 


Daily passing reports in 
the possession of all Lacka- 
wanna Agents enable imme- 
diate and complete infor- 
mation to customers. 


35th St. 
‘Harlem Transfer 


Milwaukee Fifth ” 
Minneapolis Seventh n 
Muncie Fourth ” 
Nashville Fifth ” 
Omaha Seventh 
Oswego Second Afternoon 
Peoria Fourth Morning 
Pittsburgh Third n 
Port Huron ” 
Portland Fourteenth 
Rochester Second 
Saginaw Fourth 
Saint Louis » 

Saint Paul Seventh 
SanFrancisco Fifteenth 
Seattle Fourteenth » 
Scranton Second 
South Bend Fourth 
Syracuse Second 
Toledo Fourth 
Toronto Third 

Utica Second 


*-First Morning from New York Piers and Hoboken City 


ay St. 
N.Y. Docks 


2Ro On 


NEW YORK 
TRANSFER. 


ea " 
y 
25th St. 
Bush Docks 


Not Necessary to Designate Any Special Station, 
Pier or Train. 


Simply Route “LACKAWANNA” 


The foregoing diagram has proved of ines- 
timable value to the Trade, showing as it does 
what the Lackawanna Railroad is doing in the 
way of assembling shipments into through 
cars for the destinations named. 


ments, facilitation of tracing; prompt turn- 
over of investment. 


If any other locality is interested in move- 
ment of 10,000 lbs., or more, of merchandise 
per day from New York, Metropolitan District, 
the Lackawanna will consider inauguration of 
through merchandise car therefor. 


Advantages: Quick service, advance infor- 
mation to agents concerning location of ship- 


LACKAWANNA AGENCIES 


DETROIT, NEWARE, 
ist National Bank Bldg. 786 Broad Street 
EASTON, PA. NEW HAVEN, 
402 Northampten Street 39 Charch Street 
INDIANAPOLIS, NEW YORK CITY, 
302 Broadway 
PHILADELPHIA, 


BOSTON, 

80 Federal Street 
BROOKLYN, 

32 Court 


BUFFALO, 
Lackawanna Terminal 
CHICAGO, 


111 West Jacksen Blvd. 1302 Finance 
CINCINNATI, WAUKEE, PITTSBURGH, 
on National Bank Bldg. 428 Park Building 


EVELAND, . LOUIS, 
306 Park Bellding 112 Nerth 4th Street 


EATTLE, 

1312 L. C. Smith Bldg. 
SYRACUSE, 
‘ Lackawanna Station 
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SOUTHERN PACIFIC LINES 
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, A Real Adjunct to Your Business bal 

a #8 — This Is Our Ambition — 25 2 
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: 3 aE 
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3 83 BOVE is the familiar map showing location of our Off- apes 

$ <3 ; ; ; mn BS 
RE cs Line Agencies (@), and Gateways (©), through which z” 
o* we interchange traffic with connecting lines. In right and 

left-hand margins are the agency addresses. These agencies — 

_ are at your service. Through them you have direct access le 

ss to every officer and every department of these lines of trans- = nt 
aa : : ; grat 
<3 r portation. These, too, are at your service. A a, 
SEzs 2 Bo 
a ery For practical help in transportation problems $ a 
ak j 
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Write, telegraph or 'phone 
® @ 
: ® ‘“‘General Agent, Southern Pacific Lines’’ ® 4 5 
2 The Postman Knows Him Bz a 
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